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WESTERN U.S. 

Peter Satori Co., Ltd. 
325 W. Colorado 
Pasadena, Calif. 


THE BIG 





at LT 





Product of AUTO UNION G.M.B.H. 
Winner—European Touring Championship for 1955 
German Championships for Touring Cars 1955 
Monte Carlo Rally to 1300 cc for 1956 


This remarkable car has FRONT WHEEL DRIVE, and only 7 movings parts 
to the engine. The powerplant of the DKW has no VALVES, TAPPETS, 
or CAMSHAFT in the amazingly simple engine; the pistons connecting rods 
and crankshaft—the only moving parts—rotate on roller bearings. 

The 2-stroke system obtains high power which also 

results in 30 miles per gallon. 


FULL LINE OF PASSENGER AND COMMERCIAL MODELS 


Importers and Distributors 


EASTERN U.S. MIDWESTERN U.S. CANADA 
Germanic Auto Dist., Inc. Imported Auto Distributors British Motors Ltd. 
566 Whalley Ave. U.S. 41 at 4 mile road 623 Yonge Street 


New Haven, Conn. Racine, Wisconsin Toronto, Ontario 
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AUTO UNION 


ARIZONA 

Wilson Motors 
Flagstaff 

Prescott Sports Car Center 
Prescott 

Empire Motors 
Tucson: 


CALIFORNIA 
Koop Foreign Cars. Ltd. 
Alhambra 
Leavitt Ford 
Anaheim 
European Motor Sales 
Carmichael 
Al Beatty Motors 
Costa Mesa 
Fettel Motors 
Fontana 
Dick’s Economy Motors 
Fresno 
Renfree Motors 
Fullerton 
Vine’s Motor Sales 
Garden Grove 
Satori, Inc. 
Glendale 
Flintridge Motors 
La Canada 
Pettyjohn-Bathke, Inc. 
Lakewood 
Brewster Gray 
Long Beach 
Bob Clapp 
Los Angeles 64 
Hyde Motors 
Mill Valley 
Monterey Bay Motors 
Monterey 
Valley Sports Car Center 
North Hollywood 
Barnard & Johnson 
North Redding 
Euclid Motors 
Ontario 
Peter Satori of Calif., Inc. 
Pasadena 
Frank White 
Pomona 
European Motor Sales 
Sacramento 
Carol Motors 
Santa Ana 
Al Palen Motors 


San Francisco 25 


Western Auto Import Corp. 


San Leandro 
Roemer & Rubel 
Santa Maria 
Towne-Martin 
San Rafael 
Drésser Motors 
Santa Paula 
Nick Pastor 
South Gate 
Allinger Motors 
Sunnyvale 
Robustelli, Inc., 
Temple City 
Bank Auto Sales 
Vallejo 
Harris Motors 
Ventura 
Valley Motors 
Visalia 





Suburban Motors 
Wilmington 

Charlie Taylor Auto Sales 
Whittier 


COLORADO 

Foreign Motors, Ltd. 
Colorado Springs 

Sports Cars, Inc. 
Denver 3 


CONNECTICUT 

Taconic International Motors 
Cornwall Bridge 

Tolm Motors 
Darien 

Darien Imported Car Center 
Stamford 


FLORIDA 


Red Byron Automotive 
West Palm Beach 


HAWAII 

Liliana Corporation 
Honolulu 

IDAHO 

Walt Anderson Motors 
Boise 


ILLINOIS 

Auto-Continental Inc. 
Rockford 

Walther Motor Car Co. 
Wilmette 


INDIANA 


Economy Imports 
Fort Wayne 


KANSAS 

Jayhawk Distributors, Inc 
Atchison 

Lloyd Mahon 
Topeka 

The Shidler Motor Co. 
Wichita 


LOUISIANA 

Allied Motors 
Baton Rouge 

British Motors of New Orleans 
New Orleans 


MARYLAND 


United Auto Sales, Inc. 
W heaton 


MASS. 

Packard Arlington Co. 
Arlington 

- Boro Motor Imports 

Attleboro 

Auto-Wholesalers, Inc 
Cambridge 

Imported Motors, Inc. 
Fitchburg 

Tucker Motors Inc 
Marblehead 

Sports Cars, Inc. 
Springfield 

Acme Motor Sales, Inc 
Taunton 


MICHIGAN 


Brockway Motor Sales 
Battle Creek 


626780 


my} 


Sold by the following dealers 


Fosters Garage 
Pontiac 

European Sports Cars 
Y psilanti 

MISSOURI 

Art’s Sports & Utility Motors 
Kansas City 4 

MONTANA 

Global Motors 
Kalispell 

NEVADA 


Teddy Havas Motors 
Las Vegas 


NEW JERSEY 

Allwood Motors Company 
Allwood 

Kingsfield Motors, Inc. 
Englewood 

Imported Motor Car Co 
Montclaire 


A & G Motors, Inc. 
Oceangrove 


NEW MEXICO 
S-P Motors, Inc. 
Albuquerque 


NEW YORK 
Auto-Land Inc. 
Buffalo 9 
Island Motors 
Elmhurst 
Anglo American Leasing Co. 
Gloversville 
Barlene Enterprises, Inc. 
Great Neck 
Latham Motors 
Highland 
Oxford Motor Co., Inc. 
Huntington, Long Island 
Mark Osborn 
E. Moriches 
Oyster Bay Garage 
Oyster Bay 
Churchill Motors, Inc 
Rochester 20 
Cain Motor Sales, Inx 
Skaneateles 


OHIO 
Stark Sports Cars, Inc 
Massellon 


OKLAHOMA 
Thoroughbred Car Co 
Oklahoma City 


OREGON 

Western Motorcycle Co 
Portland 

Alden Bowes 
Salem 


PENNA. 

Kunkle Motors 
Dallas 

Olmetti Continental Cars 
¢ sreensburg 

Sam Feldman, Inc 
Kingston 

Henry A. Boyd 
Manheim 


TEXAS 

Pan-Am Motors 
Amarillo 

Rathburn Motor Sales 
El Paso 


John Bull Motors 
El Paso 
Continental Motors, Ltd. 
Houston 
Stanley Sales & Service 
San Antonio 
Herb’s Foreign Cars 
San Antonio 
Winfred B. Brown 
Weatherford 


UTAH 
Milton Wagstaff Co. 
Salt Lake City 


WASHINGTON 

Car Import, Inc. 
Bellevue 

C. Hurlbut Motors 
Bellingham 

Columbia Motors 
Richland 

Motor Import, Inc. 
Seattle 

Jaremko Motors 
Spokane 

Imported Motor Cars, Inc. 
Tacoma 9 

Locati Motor Co. 
Walla Walla 


WISCONSIN 
Thome-Laes Motor Co. 
Green Bay 


Importers Auto Sales Co 
Racine 

Irv's City of Cars 
Racine 


Roewardt-Thomson Inc. 
Sheboygan 


CANADA 
Fred’s Car Sales 
Belleville, Ontario 
General Auto Sales 
Brantford, Ontario 
Chatsworth Motors 
Chatsworth, Ontario 
(Owen Sound) 
Capitol Garage 
Guelph, Ontario 
Steel City Motors Ltd 
E. Hamilton 
Pelletiers Body Shop 
Hearst, Ontario 
Gendel Motors 
Kitchener, Ont 
Bateman Motors Ltd 
London, Ontario 
Sports Car Center Ltd 
Montreal 
Moonbeam Auto Service 
Moonbeam, Ontario 
( ve Motors Ltd 
North Bay, Ontario 
W. Biggs 
Ottawa, Ontario 
Stratford Trading Post 
Stratford, Ontario 
Bay Grosvenor Motors Ltd 
Ww Toronto 
British Motors Ltd. 
Toronto, Ontario 
W. Dumont 
Val Gagne, Ontario 
(Timmins ) 
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very sincerely yours: 


couple of years back some of the higher-ups in the California Sports Car 

Club*had an abortive idea that they could attract some new members and 

also add to the appeal of the club’s racing program if there was a new class 
for the more impecunious specials builder. As proposed, the class would be for 
cars with engines under 1500 cc with no fender, headlight, starter, generator, 
spare tire, etc. requirements. The idea died aborning for sonie reason or other 
but to informed readers it must strike a note of prophecy. This pretty aptly 
describes the new Formula II so widely hailed in Europe and England. 

For the time being at least, this strikes us as pretty fair class, especially for 
the enthusiast who doesn’t want to race his bread-and-butter transportation but 
who lacks the funds to build a first rate special with all the requirements held 
dear by the FIA, Code Sportif and club rules. The cost of a basic special without 
all the lights, horns, seats and spares is reasonable but when the impedimenta is 
added the cost of material and the necessity for making space just about doubles 
the expense. Until the professional car builders start turning these cars out at 
six to ten thousand dollars a copy in great enough numbers to swamp the class, 
they should provide some top drawer fun for a lot of people who have been 
teetering on the edge with bank account in one hand and the month’s bills in 
the other. Coming up in the very near future will be a run-down on what has 
been done up to the moment in this exciting class. With all the used 1500 cc 
machinery kicking about the country there’s plenty of raw material. 

* * * 

From where we sit it seems that the rule-makers for the several racing clubs 
have an unenviable job. It’s just plain too easy to goof. A good case in point 
can be made from the new Sports Car Club of America competition rules made 
public a short while back. Flat in the face of the announcement of the new 
Formula II came the SCCA pronouncement that they were abandoning Formula 
Libre, one of the oldest classes going. This would not have hurt anything if 
F II had been substituted, at least on a trial basis but it wasn’t. The intima- 
tion was that the open-class machinery was to be put out to pasture, period. 
The overtones were such that dreary vistas came to mind future races in 
which parades of dead-stock machines acted as curtain raisers for events in 
which dollars competed with dollars as factory behemoths were hurtled by semi- 
professionals around the various courses suitable for this sort of thing. Believe 
us, if such ever came pass it would sound the death knell of sports car 
racing in the United States. We know; we've seen it happen before. When a 
guy has no chance at a slice of the pie he is just likely to decide on a diet. 
Moreover, the public loves an underdog, but when there isn’t an underdog they 
go home—ask any former midget driver. 

* * * 

Also anent rule changes we note that the classes have been reorganized so 
that Corvettes and Jaguars no longer compete in the same bracket and the 
Mercedes-Benz 300 SL has been moved up to compete with the Jags. How this 
benefits anyone or tends to make things safer we fail to see. Certainly Jaguar 
gets no benefit since one fierce competitor is swapped for another one, the 
300 SL being what it is. The Corvettes and the Jags were pretty well-matched 
and both took their lumps from the M-B, which raced in a different class. Come 
to think of it, in one way someone benefits. The Merc gets all the hardware 
in its class and the Corvette by default grabs the honors in its bracket. Jaguar 
gets left out of everything. Like we said, the rule-makers have an unenviable job. 

* - * 

People who have been selling Detroit short these last few years can now 
take a long second look. The first glance can be taken on page 26 whereon is 
presented our report on what could be America’s answer to the Porsche—AMC’s 
new V4. Save the second look for page 38 and Ford's 50,000 miles worth of 
records. For the third look keep an eye on future issues of SCI; very ‘shortly 
we'll have a really sensational piece on a bit of “Detroit iron” that isn’t so 
ironish after all. 


—john christy 


VW OWNERS 
ASKED FOR THESE! 











that fits under the 
light. No holes to 
drill. No special 
tools. Precision 
die stamped, fin- 
ished in polished 


Chrome -- $2.65 








A new combination Box and Boat Trailer. 
Light, but sturdy enough to carry 800 Lbs. 
(Waterproof canvas top and bows avail- 


Si ict iciets $249.00 








TRAILER HITCHES for both VW cars and 
Transporters ..--$26.50 


W rite a halletins SC~17 


GRAND PRIX 


MOTORS and MFG. COMPANY 
700 N. State St., Big Rapids, Mich. 


Dealers inquiries invited 














Winter 


safety 
Device! “ais 
Automotive Indoor -Outdoor Air 


Thermometer 


B Accurately indicates inside and outside 
air temperatures. Automatic warning light 
alerts you of ice conditions on the road. 
Easy installation in any make of car. 
TH-311-6V (For 6-Volt Systems) $9.95 
TH-311-12V (For 12-Volt Systems) $9.95 
Write For Booklet + Dealer Inquiries Invited 
FISHER PRODUCTS, 21-25 44th DR., L.1.C., N.Y. 
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Volkswagen Owners ! NOW get Both 





THE RELIABILITY YOU WANT 
THE PERFORMANCE YOU NEED 








with a 


JUDSON 
SUPERCHARGER 


Fifty percent more horsepower 
Cuts acceleration time in half 
Eliminates loss of power on hills 
Better control for safer driving 


‘Doubles passing ability at any speed 


BRINGING COMPLETE SATISFACTION TO 
THOUSANDS OF VOLKSWAGEN OWNERS 


Experience a new thrill in driving. Imagine cutting your acceleration time in half .. . 


having 50% more horsepower at your command . . 
along at a higher speed with less engine effort . . 


driving . . 


. taking hills in high . . . cruising 
. shifting gears half as much in city 


. the engine responding immediately to the touch of your foot on the acceler- 


ator. You can pass when you want to and have extra power when you need it. A Judson 
Supercharger on your Volkswagen will give you this improved performance and surging 
power smoothly, dependably and without sacrificing engine life in any way. Only Judson 
gives you a complete supercharger installation designed specifically for the Volkswagen. 


IT'S AMAZING 
say grateful owners 


“The increase in acceleration is positively 
amazing. | would never have believed it 
possible” 


“| never knew what | was missing until 
| installed one of your superchargers on 
my Volkswagen" 


“‘l now have over fifty thousand miles on 
my Judson Supercharged VW and it is 
the best investment | ever made” 


Pescececes swans eneasoacaceee: 
1 1 
1 Please send me complete information on : 
1 

1 the Judson VW Supercharger. sc. ; 
- 1 
i i] 
; Name ; 
‘ i 
! 
: Address eae 
l i] 
i i] 
i | 
(Cie ee... 4 ; 
© thie Gadkab abies sea kd pee 4 


JUDSON RESEARCH AND MFG. CO. 


CONSHOHOCKEN 7 


; PENNA. 

















UNI-SYN | 


Multiple 
Carburetor eee 
Synchronizer be 










Makes perfect bal-; 
ance of multiple 
carbs easy. © Fits) 
any type-down or: 

side draft, any size 


NEW — tool for je 
gland assembly align 

ent. Proper align- 
ment stops leakage 
of packing. 


® Stops binding of metering needle. ® Complete 


with all instructions. ONLY $2.50 
ROYZE 

Dept. 11, 1509 Centinela Ave., Inglewood, Calif. 
OR. 8-7032 





ALUMINUM BODY 
FABRICATION AND REPAIR 


Sports Car & Race Car Bodies 
DESIGN & FABRICATION 
MICHAEL SCOTT CUSTOM METAL SHAPING 
1520 N. Ivar, Holfywood, Calif. 
HOllywood 2-0372 























Hold on tight! its a 
pleasure with these 
imported ventilated 
beauties. Sizes 81/2-9- 
91-10. 
$7.50 postpaid 
H. C. BARNES CO. 


175 Morgan Street 
Rockford, III. 




















letters 


second-hand jag? 
Dear Sir: 

My main reason for writing is to 
ask you if you have on file (and at 
what cost?) road-tests on a 54 XK 
stock roadster? Also, any tuning arti- 
cles, and feature articles of any type in 
re: said vehicle. I would like to get 
the performance specs on it. (Which 
reminds me of a friend who doubts 
my statement that this particular 
model Jag is capable of 120 plus. He 
says no six-cylinder 160 hp engine is 
going to push a 2800 pound car at that 
speed. All I could do was chuckle. I 
mean, if he wants to insist the grass is 
red, it’s O.K. with me, y'know? And 
there’s no place around here to take 
him for a ride . . . besides which, the 
car isn’t safe for it — nor am I pre- 
pared to handle such speeds—I don’t 
think. The car may be perfectly safe, 
but am 1, with only about 7000 miles 
behind the wheel of the car?) 

Sincerely, 
Robert H. Leavitt 
St. Albans, Vermont 


You may get some ideas from our 
November issue, just off sale; many of 
the methods that apply to the 2.4 en- 
gine will apply to the XK series en- 
gines. Actually, you can get a C-type 
head and use either the C-type car- 
buretion or—if you want to go the 
price—the D-type carburetion. The 
factory can supply the C cams or you 
can have Ed Iskenderian set you up 
in this department. The 140-MC pis- 
tons or 120-C pistons will drop right in 
with oversizes to .060 of an inch. Inci- 
dentally, don’t take any bets on that 
car of yours doing 120 mph plus. The 
best stock 120-M of that vintage I ever 
saw at Bonneville cranked up just a 
shade over 118. However, a well-tuned 
120-M with a ported C-type head and 
carburetion turned 132-plus in the 
same meet—but this is hardly stock 120 
practice. — Ed. 


flathead injectors 


Dear Editor: 

In your October issue you printed an 
article entitled “40 Easy Horses” which 
dealt with fuel injection. Would you 
know where I could write for further 
information on equipment for a ‘48 
Ford V8 flathead? 

Yours truly, 
Bill Johnson 
Denver, Colorado 


Write to Hilborn Engineering, 1625 
12th Street, Santa Monica, California. 
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elva conversion 
Dear Sir: 

I have read with much interest an 
article published in your October issue. 
This article, called “Special from Sus- 
sex,” refers to a special Elva cylinder 
head which can be adapted to the small 
Ford engine. 

I own and drive a 1956 Prefect and 
have been seeking information of this 
type to increase the power of my en- 
gine. Can you tell me if the Elva head 
is produced, and if so, how I can get 
one. 

Sincerely, 

W. G. Lindsay 
Camp Shilo 
Manitoba, Canada 

The head and kit is the Elva IOE 
conversion, and is available at the Elva 
Engineering Co., London Road, Bex- 
hill-on-Sea, Sussex, England. We sug- 
gest that you write to them directly. 

— Ed. 
mercedes 190 sl 
Dear Sir: 

I am planning on purchasing a Mer- 
cedes 190 SL in the near future. Your 
article on this car in the September 
issue of Sports Cars Illustrated mentions 
bugs in the early models. How can I 
be sure to get the latest model? Also, 
how is it possible to get a few more 
horses from the power plant? 

Very truly yours, 
Edward W. Ference 
Toronto, Canada 

Any new 190 SL you buy will be of 
the latest type. All of the earlier ones 
have been modified at the factory’s re- 
quest. That ts; if the owners had the 
sense to comply, It is best to leave the 
190 alone. If you want to take a 
chance, however, the normal details of 
engine modification will apply. — Ed. 

renault engine rebuilding 
Dear Editor: 

In the July '56 issue of Sports Cars 
Illustrated, you featured an article on 
the Renault which brings to mind a 
question: Where can I obtain over-size 
pistons (which I need to stop oil burn- 
ing) and wristpins for my Renault? 

Sincerely yours, 
R. N. McLaughlin 
Corpus Christi, Texas 


We have to inform you that no over- 
size pistons or wristpins are available 
for the Renault. Instead, the factory 
provides a complete engine rebuilding 
kit which includes matched piston and 
cylinder assemblies, rings, wristpins 
and gaskets for around $35. A some- 
what better piston with four rings in- 
stead of three is made by Mahle in 
Germany for an equivalent cost. It too 
is available only in kit form. For fur- 
ther information, contact any Renault 
distributor or §. H. Arnolt, Inc., 415 
E. Erie Street, Chicago, Illinois. 


(Continued on page 60) ~ Ed. 
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@ No more searching for garages with lifts small enough to fit your 
car. No more waiting for grease jobs. No more careless attendants who 
force road dirt into the grease fittings, and miss (or disregard) hard- 
to-get-at fittings. All these problems are eliminated by the automatic 
Multi-Luber! You grease your car in 4 seconds — while you are driving. 
(The best way to lubricate bearings is while they are in motion.) 
Multi-Luber can be installed in your car in approximately two hours. 
Grease is forced into the fittings at 2,000 pounds pressure. The Pilot 
Light shows when the cycle is complete and also serves as a Warning 
Light if any line is clogged. Multi-Luber gives you that “just-lubricated” 


ride every day. (Porsche, $34.50). 


Automatic Lubrication! 


FOR YOUR 


VW or Porsche 
OnLy ] [4c PER GREASING 








WITH THE 
LINCOLN ENGINEERING 


Multi-luber 








Only one moving part! 
2,000 pounds pressure! 
Greatly prolongs car life! 
Pays for itself in no time! 












Only $29.95 








WORLD 


4- BARREL cusmrionsuie FREE-EXHAUST SYSTEM 


For VW 
PORSCHE 
JAGUAR 
ALSO 
DKW 
MERCEDES 190-SL 





a 
Tilustrated: 
VW and PORSCHE ~ 





ws “A MUST on stock, blown or modified!” 
Sports Cars Illustrated. These revolution- 
ary ABARTH Free-Exhaust Systems are of 





straight-through design, and feature efficient 
muffling action without power loss. Exhaust 
gases are fully scavenged from the combustion 
chambers. The brass tail pipes are chrome 
plated. Available for the following cars 





All VW's $32.50 ¢ Deluxe, for "56 VW's $34.50 
All Porsche $39.50 e¢ Jag XK-140 $79.50 
Renault 4CV. $19.95 « All Borgwards $34.50 
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SEPARATE INSTRUMENTS ALSO AVAILABLE 





Fuel Level Gauge $16.95 
Precision Ammeter 4.95 
Oil Temperature Gauge 10.75 
Warning Light/Relay for above Oil 
Temperature Gauge or Fuel Gauge 5.95 


Chromed Under-Dash Mounting Bracket 1.75 





FROM MOTOMETER OF GERMANY 
Complete 
Vw 
Dashboard 


@ A beautiful and functional dashboard for 
your VW! Includes a Fuel Level Gauge with 
low-gas-level Warning Light, a Precision Am- 
meter, and an Oil Temperature Gauge with 
Signal Light to warn of excessively cold or 
hot oil. Each dash-illuminated instrument has 
a chrome ring, and is mounted in a_ buff- 


enameled chrome-edged panel. $34.95 


















FROM MOTOMETER OF GERMANY 


Competition - Type 
Tire Testers 


@ Correct tire pressure is vital for top acceler 
ation, peak performance and proper cornering 
technique. MoTest gauges are accurate and 
rugged instruments with Calibration Control 
They can even be used as Master Gauges! 
Capillary-type, as shown, 9-43 Ibs.* $2.95 
Clock-type, 2” dial, 10-50 pounds 1.95 
Clock-type with 16” hose, 10-50 Ibs.f 3.50 
Including Genuine Leather Pouch 
tIncluding Snap-Cover Box 


Write For Booklet + Dealer Inquiries Invited 


FISHER PRODUCTS - 21-25 44th 







For ANY Car! 


AUTOMOTIVE 
INDOOR-OUTDOOR 


AIR 
Thermometer 


@ Now available in America! The world’s only 
Indoor-Outdoor Automotive Thermometer. In 
licates inside and outside air temperatures 
Warning Light automatically signals ice con 
ditions on the road. A terrific safety device! 
The instrument is illuminated, and can be 
installed in ANY car. 253” chrome dial. 

TH-311-6V (For 6-Volt Systems) $9.95 

TH-311-12V (For 12-Volt Systems) $9.95 

Chromed Under- Dash Mounting Bracket $1.75 
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NOW IT CAN 






SECRET CAM | 
installed in STOVEBOLT SPL. 


(Featured in Sept. Issue of Sports Car Illust‘d) 


Revealed As An ISKENDERIAN 
PARABOLIC E-2 REVMASTER CAM 


SPORTS CARS ILLUSTRATED 









and ENGINEERED KIT 


You sports car enthusiasts who besieged 
the SCI office for information on the spe- 
cial cam and kit installed in this sensa- 
tional Chevy V8 engine can get not only 
full details on this cam but a complete 
analysis of all speed equipment installed 
in Vic Edelbrock’s famous Chev. V8 TEST 
REPORT. Write direct for FREE brochure. 
COMING SOON 


New SL-300 CAM and Kit, 


In a recent trial run Ed Iskenderian test 
drove the famous SL-300. Impressed with 
its potentialities, but realizing that low 
speed performance could be improved, he 
purchased a complete engine & car for 
experimental purposes. Leck for an an- 
nouncement soon on a new engineered cam 
and kit for this high performing import. 


JUST OFF THE PRESS! Ed Iskender- 
ian’s long awaited book on “Valve 
Timing for Maximum Output.” 68 
pages crammed full of facts, illus- 
trations, and never-before revealed 
secrets. Special section on foreign 
CalS. wemmmmememace Only $1.00 


ED ISKENDERIAN 


6338 Slauson. Ave. Culver City. Calif. TE 0-8081 



























The finest reproduction of sound can add even 
more zest to the joy of driving. If you have 
ever experienced hi-fi music in the home, and 
missed it in your car, Becker autoradios make 
music come alive — from the shimmer of the 
—_— to the throb of the tympani. Add to 
this the superb tonal quality of FM and the 
adventure of short wave — there is a new ex- 
perience waiting for you at your Becker dealer. 
Choose from the automotive tuning ‘‘Mexico”’ 
or the push button “Europa” —the “Reims” 
short wave adapter (6 band spread) can be 
added to either model. 


STD. EQUIP. ON ALL MERCEDES BENZ CARS. 











Distributing Company 
421 So. Western Ave., Los Angeles 5, Calif. 
(West of Mississippi) 
WITTE Import Distributors 
125 So, 16th St., Philadelphia 2, Pa. 





(East of Mississippi) 














Pit Stop 


A JAGUAR BY THE TAIL 
As an enthusiastic owner of a 1956 
Jaguar XK140 I was very interested in the 
article on hotting up the new 2.4 Jaguar, 
published in the November, 1956 issue. 
However, I would like to question Mr. 
Ludvigsen as regards the bearing dimen- 
sions on the crankshaft. He states that the 
main bearings “are 234 inches in diameter 
and one inch wide except for the front, 
center and rear, which are 114 inches 
wide; big end journals are 2.0863 inches 
in diameter by one inch wide, these de- 
tails being identical to the big engine”. 
The specifications I have for the XK140 
are as follows: Main bearings, nos. 2, 3, 5 
and 6 are 1749 inches wide, no. | is 114, 
wide, no. 4 is 134 inches and no. 7 is 17% 
wide. The big end bearings are 134, inches 
wide. These figures are also given in the 
data sheet published by “The Motor 
Trader” and are appreciably different 
from those quoted by Mr. Ludvigsen. 
Another point that Mr. Ludvigsen 
makes is that the 3.5 engine has a Weller 
spring tensioner on the camshaft chain 
drive. My data sheet states that the 
Renolds hydraulic chain tensioner is fitted 
to all engines from no, 4431 onwards. 
G. W. Hunt 
Sudbury, Ontario 


I want to congratulate you on the re- 
port on “Jaguar’s Sawed-off Six’, but 
would like to call your attention to one 
statement which I don’t believe is correct. 
In the second column on page 55 you 
stated that valve float occurs at 700 rpm. 
I believe that this is just a mistake in 
printing, but if not, it interests me very 
much. 

Michael Priwer 
West Lafayette, Ind. 


We appreciate this eagle-eyed reader- 
ship, which keeps us on our editorial toes, 
To deal with the last query first, Mr. 
Priwer has interpreted the error correctly, 
Our typesetters have a habit of dropping 
zeros and playing it fast and loose with 
decimal points, and the correct figure was 
of caurse 7000 rpm. Also, most readers 
will have noticed that the top picture on 
page 27 was inverted. 

We were shaken by Mr. Hunt’s concise 
criticism, since our reference sources for 
the 24 article are usually regarded as 
authoritative, A little further digging re- 
vealed the happy fact that basically we 
were both right. The specifications that 
Mr. Hunt gives are those for the journal 
surfaces on the crankshaft, while our data 
referred specifically to the dimensions of 
ihe bearing inserts. In other words, all 
the main journal surfaces are slightly 


By KARL LUDVIGSEN 


wider than the actual widths of the bear- 
ings. You may cry “foul” at the Y% inch 
discrepancy at the center main, which 
takes end thrust, but this bearing shell 
is bracketed by two washers of .091-.093 
or .095-.097 inch thickness, which have an 
additional end clearance of .004-006 inch. 

There are two 3.5 liter crankshafts, 
numbered W1001 and W2646. The latter 
differs in that it is designed for eight 
instead of six flywheel bolts. All the bear- 
ing shells are definitely interchangeable 
between the 2.4 and 3.5 crankshafts. We 
have goofed fully on the published big 
end bearing width, which is correctly 
134, inches. The supplementary remark 
on the chain tensioner is also valid, 


HUSKY HILLMAN 


This summer we brought back from 
England a Hillman Husky station wagon 
which gives marvelous performance in 
terms of miles per gallon, and also reason- 
able speed up to 65 miles per hour, but 
which is not quite fast enough for aver- 
age driving conditions on American roads. 
I’m wondering what can be done, at a 
reasonable figure, to hop it up. 

Forrester H. Scott 
Salem, N. J. 


It’s too bad that the Husky doesn’t have 
the new overhead valve Hillman engine, 
which in itself is hotter and with its 
many-ported head is very suitable for big 
power increases. You might see if any 
are available in your area. Otherwise, 
rather than go into the guts of the Hill- 
man flathead here, I suggest you drop a 
line to V. W. Derrington, Ltd., 159-161 
London Road, Kingston-on-Thames, Eng- 
land. They make all kinds of aluminum 
heads, intake and exhaust manifolds, etc. 
for Hillman as well as most other popular 
English cars, and they can give you sup- 
plementary modification details, This is 
probably the simplest bolt-on method, 
and will give good results if the ports 
and combustion chambers are clean, but 
the Husky will never be a Turnpike 
Cruiser. 


BACKWARD FRENCHMAN 


I would like to know if it’s possible to 
get further detailed information on re- 
versing the Renault engine and gearbox, 
as written up in your “Budget Boomer” 
article (SCI Octeber, 1956). I have a ‘52 
Renault and would like to make it per- 
form and look better, not for racing but 
for everyday go-to-work use, I have plans 
drawn for the bodywork, but when I read 
the article I could see how reversing the 
power mechanism would improve things 
vastly. 
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Robert R. Brodie Jr. 
Media, Pa. 

The phrasing of your letter leads me 
to infer that you want to retain the 
Renault chassis while carrying out the 
reversing operation, Since the Renault is 
an integrally-built car, this would be far 
more trouble than it’s worth. A new 
chassis would be in order. As to the 
mechanical aspects, the main internal 
change is the reversal of the differential 
carrier, with the ring gear, on its support- 
ing bearings. This is very simple, and 
ensures that the car will start life in the 
right direction, Specific mounting and 
control problems depend on the details 
of your installation, 


CORVETTE AT SEA 

I have a '54 Corvette and two problems. 
\t speed I get a considerable amount of 
body vibration due to the fact that the 
bolts which anchor body to frame have 
increased the size of the bolt holes in the 
Fiberglas. Also, it’s getting so anything 


-from a Rambler on up is a potential de- 


feat at a stoplight. When I owned an MG 
1 could take these defeats herocially and 
point out my gas mileage figures. Now, 
however . . . well, you get the idea, What's 
an inexpensive acceleration boost for the 
‘54 150 bhp Chev six engine? 

Ron Stewart 

Evanston, Ill. 

Your body problem is a common one 
with fibreglas structures. The best solu- 
tion for now is to drill a_ proper-sized 
hole in a small metal plate and then bond 
the plate into the Fibreglas where needed. 
The new Epoxy resins make a weld-like 
bond with metal. A temporary solutiom 
might be the insertion of heavy rubber 
grommets between bolt and hole. 

The 150 bhp version of the Chev six 
i already a pretty warm factory hop-up 
jeb, and there’s not too much room for 
further modification within that structure. 
Especially cheaply. A worthwhile addition 
would be the Wayne twelve-port cylinder 
head. Frank McGurk has a wealth of in- 
formation on this and other Chevrolet 
equipment, Write: McGurk Engineering 
Co., 440 S. Market St., Inglewood, Calif. 
The McCulloch blower is another useful 
iool, but it would be a task to fit it to 
the three sidedraft carbs. Don’t forget 
also the big torque-producing GMC en- 
gine, which has always been an easy swap 
for a Chev. Finally there’s the storming 
Chev V-8. 


VW DETAILS 
After reading your highly interesting 
article on the Porsche engine (June, 956) , 
a question comes to mind, Does the VW 
engine, like the Porsche mill, have a 
light-alloy block with chromed cylinde1 
surfaces? Also, how much does the VW 
engine with drive components weigh? 
Gerald Pease 
Aberdeen, Wash. 
The Volkswagen engine differs from the 
Porsche unit in that it has cast iron 
cylinders (not “block”), without chromed 
cylinder surjaces. This makes it infinitely 
easier to bore out and suit to your own 
purposes. The VW engine weighs 198 
pounds, and the combined transmission 
and final drive unit weighs 134 pounds. 
The total is 332 pounds. 


(Continued on page64 ) 
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LICENSE PLATE HOLDERS Custom Contoured to Fit Your Bumper 


NO HOLES TO DRILL © HANDSOME BAKED BLACK FINISH ® CONCOURS QUALITY ¢ TO 
FIT MG - HEALEY - TR - PORSCHE - SIMCA - JAGUAR - MERCEDES - T-BIRD 


VW - and other Sports Cars. 
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Shortly after a major company took the two-wheeler 


record, two Texas boys, short on cash, long on go, 


brought the record home with 214 mph. 








Jack Wilson fixes tape to the cockpit seams as Johnny 
Allen adjusts goggles just before start. Stormy 
Maugham, designer, stands at rear with launching rig. 


I last an American holds the most bitterly contested 
record today. It’s the “world’s fastest” for motor- 
cycles. For almost 15 years the record established at 
173.99 mph by Walter Heine in a streamlined supercharged 
30.5 cubic inch BMW on a German Autobahn seemed im- 
possible to improve upon. People tried, but the efforts 
seemed half-hearted. It wasn’t until 1951 that NSU man- 
aged to raise the mark and then only by a small margin. 
The present record Donnybrook got off to a fine start in 
1955. Two New Zealanders, Russell Wright and Robert 
Burns, with a home-built shell and a 61 cubic inch Vincent 
HRD motorcycle, had continuously raised the record on a 
New Zealand back road until it stood at 185.18 mph. The 
NSU people decided to get the record back and made their 
first trip ever to the Utah salt flats in July of that year. (See 
Sports Cars Illustrated, November, 1955.) Here they pushed 
the record to a scorching 211 mph with a streamlined, 
supercharged 30.5 cubic inch machine. 
Wright and Burns, equipped with shell and motorcycle 
arrived in Wendover, Utah while the Germans were still 
using the salt. This, ironically enough, gave them the 
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The levas 





























The cigar-shaped Texan begins the run which will 
break existing records only recently set by the 
precisely engineered NSU cycles. 


opportunity of watching their own record broken. How- 
ever, they were pretty confident that on the salt flats their 
big twin would be able to see and raise anything the Ger- 
mans could deal. Anyway, they were going to give it a try. 
Their chance came in August but luck wasn’t with them 
and they were unable to squeeze more than 198 mph out of 
their outfit. 

While people were trekking from the ends of the world 
to the salt flats to try to nail down the record that had 
suddenly become as hot as a two dollar pistol, a small 
group of Texans had some plans of their own about the 
place this record was going to call home. They had a 
streamlined shell, a couple of English Triumph engines and 
a little, steel-nerved rider who would keep the throttle 
turned on — and they made it. In September of '55, with a 
40 cubic inch engine they raised the record to 214 mph — 
four mph over the month-old record set by the German 
factory. The crew of Texans would have first incensed the 
sober and methodical Germans and then would have 
stood back to laugh at them just when they were most 
exasperated. 




























Worm’s eye view of the Texas-built 
shell. Launching rig remains in place 
until cycle is fired and ready for run. 









































Stormy Mangham, a pilot for American Airlines de- 
signed the shell. He hit upon the particular design (in the 
days before airplanes had pressurized cabins) by whittling 
streamlined shapes out of pine and holding them outside 
of the cabin window stuck on a wire — truly a Texas 
wind-tunnel. 


Jack Wilson, the easy-going mechanic who likes to exer- 
cise his fine touch with Triumph engines, is a regular em- 
ployee of a motorcycle shop in Texas. Johnny Allen, the 
rider, is a quiet, slight, little guy who manages a chrome- 
plating shop in Ft. Worth. Twenty-seven years old, weigh 
ing only 145 pounds, he’s been riding motorcycles for 12 
years, eight of these 12 in Class C competition. A leg 
smashed almost beyond repair on a California short track 
stopped his motorcycling until Mangham and Wilson 
turned up with their idea. 

In 1955, a trip to Bonneville with the shell—christened 
‘The Devil's Cigar’’—and a 40 cubic inch Triumph engine, 
rewarded them with a time of 193.72 mph — faster than 
the then-existing record but timed by clocks not approved 
by the FIM, and therefore unrecognized. In August of 
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Chassis of the Triumph motorcycle ts 
truss-type fabricated entirely from 


tubing. Stopping chute is held in rear 


at the hot rod meeting on the salt, Allen won the admira 
tion of the people in the world hardest to impress — the 
hot-rodders — by sending the shell with an unblown 30.5 
cubic inch engine through the traps for a two-way average 
of 198 mph. The following week, Allen set the new record. 

lo watch these people make a record-run is a real privi 
lege. To the observer, the record and the motorcycle be- 
come no more than symbols and it boils down to people at 
their favorite game — 
odds. Mangham blows a puff of cigarette smoke in the air 


pitting all they know against terrific 


to catch the direction of the wind, probably for no better 
reason than to be able to argue about it with Wilson later. 

Wilson has little to do; his work has been done for weeks. 
\ few last minute items to check and he becomes subordi 
nate to Mangham — helping where he can in pushing the 
shell off for the run. 

Allen becomes the center of interest; he dons a pair of 
mid-west bib overalls that contrast strangely with a brightly 
printed sports shirt. The legs of the overalls are taped and 


he climbs into the shell that’s supported by a wheeled, 


tubular launching device. The seating position in this two 


(Continued on page 6]) 
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ROAD TEST: 
the MG 


MGA in profile measures 156 inches from bumper to 
bumper, and stands 2\~% inches lower than the TF. 


HE controversial “aerodynamic” MG is a true 100- 

mph sports car. Our best one-way speed of 101.1 mph 

was, to be sure, achieved with the help of a gentle 
zephyr at the rear, but off-setting this is the fact that we 
reached the full-century speed in only one mile. With a 
two-mile approach to the measured quarter, undoubtedly, 
we would have had a few more revs on the tach and a 
slightly quicker passage through the traps. What counts is 
that the “A” is an easy 15 mph faster than the TD, 10 mph 
faster than the TF1500, and stiff competition for such per- 
formance rivals as the Alfa Giulietta Sprint and the Porsche 
1600 Speedster. 

For most of us, nothing induces a friendly, responsive 
attitude toward a car—a willingness to be prejudiced in its 
favor—like a modest price. The “A” is a lot of sports car 
for its base price of $2195. It’s almost entirely new me- 
chanically; the only parts interchangeable with the TF are 
the steering rack and some front suspension components. 
Its body is sleek and suave and it has perhaps the first really 
stiff frame in the long evolution of the little hot rods from 
\ bingdon-on-Thames. 

But in spite of all the visible and hidden changes and 
improvements, you have only to drive the “A” around the 
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block to recognize its old MG character. The engineer who 
designed the TC’s noisy tappets, harsh ride, and loud 
exhaust system is apparently still bending over the draw- 
ing board. In spite of its contemporary look, better han- 
dling and thrustier performance, the “A” is still pure old- 
line MG Midget. 

Like its ancestors it’s a whole lot of fun to drive in spite 
of—or maybe because of—its imperfections. The steering as 
always is very quick over a large lock, and Detroit-condi- 
tioned drivers look somewhat palsied at the wheel until 
they sharpen their responses. Once they do, though, the 
alert steering naturally makes for excellent control of the 
machine. This steering is light, has a fairly strong self- 
centering action and is devoid of play. Minor road shocks 
are not felt through the steering wheel, but big bumps 
definitely are. 

Another of the organs of the machine that retains the 
old MG's character is the gearbox. The remote shift lever 
is ideally at hand; stubby and short in travel, and the 
synchromesh is infallible. Pumping this lever through the 
cogs on our 5000 mile-old test car still took plenty of 
bicep power, but we understand that the transmission 
begins to limber up after seven or eight thousand miles. 












































Under the spare lies the battery. Luggage space Most everything under the hood is accessible, but 


is minimal after spare wheel has been set slightly cramped. Note large radiator fon 
in place. Straps hold tool kit, missing here. cooler running, Duct at right carries cool air to carbs 





Car heads into SCI’s familtar test curve at 

half throttle. Suspension worked a little 

hard, but kept the body fairly level. 

The hydraulically-assisted clutch is light, strong and sure 

and upshifts can be made with lightning speed. Going 

down from third to second is slightly awkward and presents 

the possibility of crunching against reverse or even engag- 

ing it while moving forward at low speeds. Nevertheless, 

this is a good and very satisfying gearbox, despite the fact 
that low gear is overly low. 

The “A’s” ride is still another instance of blood telling. 
It's smooth on smooth pavement, and that’s all. The rest 
of the time it’s aggressively hard, in the spartan sports car 
tradition of the Thirties. Unlike a lot of modern light 
cars, which not only cerner well but also absorb horrible 
bumps, the “A” and its occupants feel every surface ripple. 
Beyond about 80 or 85 mph, even on smooth pavement, 
the ride gets a little bouncy—this, in spite of the fact that 
a prototype of this chassis was run at better than 150 mph 
on the Bonneville Salt. (See pp. 32-37.) 

But up to this point the car cruises free and easy and 
still retains pretty good acceleration. It has a solid, substan 


tial, all-of-a-piece feel that’s largely due to the “A’s” new Drop-away hood offers little resistance to 
frame. The big, box-section rails are tied together by cross- wind at speed, but protruding fenders may 
members at something like two-foot intervals and to these be little catch-alls. 


are added a box-section superstructure that gives added 
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Front suspension shows coil springs, A frames, rack and pinion steering, 
Fore and aft of cross-sectioned box member are heavy tubular members. 
Elaborate superstructure lies under cowl for additional bracing. 


stiffness at the firewall line. This is a heavy frame but a 
very stiff one, and because of the reduced weight of the 
“A’s” engine, transmission and rear axle, its chassis weighs 
just about the same as the TF’s. The body is securely 
mounted to the frame and on the roughest surfaces there 
is no sign of frame twisting or of body panels “working” 
independently. The doors close with a solid sound and 
they stay closed, unlike those on some of the springier- 
framed MG’s. 

With a full tank of fuel the “A’s’” weight distribution is 
very close to 50-50, and this, combined with the stiff sus- 
pension and a close tread/wheelbase ratio helps give the 
car its well-balanced cornering qualities. Its bite in the 
turns is softer than the on-rails variety, but it sticks to the 
road very well—much better than its forebears did. Body 
roll and tire noise are slight. The rear tires begin to 
slide only when sorely tempted and then in a slow, 
controllable way. 

As an accelerating machine the new MG goes much more 
briskly than the TF, in spite of nearly equal displacement 
and a 12 percent reduction in final drive ratio. Since horse- 
power and torque have gone up just 4.6 and 1.8 percent 
respectively, most of the gain in both acceleration and top 
speed has to be caused by the lower wind drag of the 
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The A’s dash has a full complement of 
instruments. Tach is driven off 
camshaft instead of generaior as before. 


“A’s” streamlined body. The acceleration curves of the 
“A” and the TF show that there’s a big difference in the 
way that these similarly endowed cars penetrate the air. 

The modified BMC B-type engine is basically the same 
as the one that powers the four-cylinder Morris, Wolsley 
and Austin except for its more sporting camshaft and 
dual carbs. The compact gauze-type air cleaners do little 
or no silencing and the moan of air being dragged into 
the cylinders gets really loud at about 70 mph. On the 
whole this is a pleasant sound, suggestive of gobs of 
power, but when the weather equipment is up it can 
get tiresome. 

All the porting is on the left side of the engines. ‘There 
are two intake ports and three for exhaust, feeding into 
a nicely contoured three-branch “header” type manifold. 
This style of porting is practically immune to the more 
advanced forms of intake and exhaust “ram” tuning, but 
since nobody is more aware of this than the factory, a 
simple remedy is undoubtedly already on the drawing 
boards. The throttle linkage is devious. 

The throttle pedal is suspended from a shaft that ex- 
tends to the right-hand side of the firewall. To a bracket 
on the far end of this shaft is attached a flexible cable 
that runs parallel to the right-hand side of the engine, 


























MG poses with its top up. Car looks 
clean with top in up or down position. 





Trunk deck-lid releases from driver's compartment. 
Rear suspension is simple semi-elliptic with lever 
and piston type shocks. Ride is stiff. 


then crosses over the top of it to connect with the throttle 
valves—which actually are no more than a few inches 
ahead of the foot pedal. Abingdon’s engineers could have de- 
vised a more direct connection, but this one works very well. 
During our warm-weather testing of the “A”, the engine 
always fired up with no hesitation and quickly settled down 
to a somewhat rough idle at about 900 rpm. The engine 
revs willingly under load up about 4500 rpm, but at this 
point the tappets begin to chatter and you can feel the 
engine starting to work. The four-inch tachometer, now 
driven by the camshaft rather than the generator, has an 
orange pie-slice between 5500 and 6000. It also has a red 
warning slice from 6000 to 7000, but this is mainly decora- 
tive. The stock engine is wound very tight at 5500 in the 
indirect gears and the valve train protests politely but 
unmistakably. During acceleration runs we hit 5900 on a 
couple of occasions but retreated in haste. This is just 
about the limit. To venture into the red area on the tach 
is to invite the valves to come unglued, But at 5800 rpm 
in top gear (101.1 mph) the engine, though far from 
loafing, seems willing to sustain the pace indefinitely. 
As it stands, this engine seems to be at the upper limit 


(Continued on page 59) 


MG-A 


PERFORMANCE 





99.3 mph (top up 
101.1 mph (top = # ; 96.7 
(top down) 
(Top down unless otherwise noted) 
Seconds 
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19.3; 18.5 (top up) 
19.6; 19.2 (top up) 
73 mph 


zero to indicated 30 mph. 


tn ee ic RE ad 6 wks bMER Cae dese 15 to indicated 40 mph. 
ea ew v0 0.0 d ob 6.6 i002 0% 30 te indicated 60 mph. 
0 EROSS SS 40 to indicated 90 mph. 
SPEEDOMETER CORRECTION: 
Indicated Actual 
a Bas ov cn. sc sidwtens ba 30 
a ns veh st cose es veces 38 
MEG ae Kan ween ceceees 47 
SS SE GE are a rae 57 
Eee cove acecceees 67 
eee A err 77 
FUEL CONSUMPTION: 
Pe occ ccc c scree 23.6 mpg during speed runs. 
Average driving (under 60 mph). .32.4 mpg 
BRAKING EFFICIENCY: 
WO en cece ee cceeses 86 
ace sid wee keetccves 86 
es cee cceusasces 86 
rc. ok wc a seceees 85 (left rear wheel locking) 
ES 85 (left rear wheel locking) 
WN es cn wks ewe ccscves 75 (left rear wheel locking) 
EE EE 75 (left rear wheel locking) 
ae 74 (left rear wheel locking) 
EE a ae ea 74 (left rear wheel locking) 
I ee. ois sis anes tees 75 (left rear wheel locking) 
SPECIFICATIONS 
POWER UNIT: 
SE ee re eee In-line four. 
Valve Arrangement ............. Pushrod-operated ohv, 
Bore & Strebe (Engl. & Met.) ).... 2.878 x 2.80 ina; 73.025 x 89.0 mm. 
Bore . . .cnecskadse-e 1.22 to on 
Disp t —— & Met.)..... 90.88 cu. lt 1489 cc. 
Compression Ratio .......... »...8.3 to one. 
Carburetion by .................. Two 1.5 in, semi-downdraft S.U. 
Max bhp @ rpm................ 68 @ 5500 
Max. Ti Ss Sov ccuecans 77.4 @ 3500 
Idle oa. on ak chee ene 900 rpm 
DRIVE TRAIN: 
Final drive ratio (test car)....... 4.3 to 
Other available final drive ratio. . . 3.7, 4.1, ws ‘13, 4.55 to one. 
Axle torque taken by............. Springs. 
CHASSIS: 
ES eee oor 94 ins. 
Ok rer 47.4 ins. 
EE Ses 48.8 ins. 
Suspension, front ............... Independent by coil springs and 
wishbones. 
Suspension, rear ................ Semi-elliptic. 
Shock absorbers ................. Lever-and-piston type. 
Steere dS Wee... 5... cece ee ceees Rack and pinion. 
2 ‘ turns LtoL...... 2.75 
Turning diameter ............... 28 ft. 
MUON nrc ce ccs es ccese Front: two leading shoe; Rear: 
leading and trailing. 
Brake lining area................ 134.4 sq. ins. 
2 Se ee 5.60 x 15. 
GENERAL: 
OE EE er 156 ins. 
Se 58 ins. 
PE ine wth decncont» 50 ins. 
Weight, test car................. 2080 Ibs. 
Weight distribution, F/R 
(fall fuel tank)................ 49.8/50.2 
distribution, F/R, with 
lt 8 re 49.8/50.2 
SS Sh ebhe.e «0 tee io 12 gallons 
RATING FACTORS: 
arene 748 
Bhp per piston area........ 2.62 
Torque mera. im... .. 00. 852 
Pounds per eS a 30.6 
Piston speed | Se eee 2007 fpm 
Piston speed max bhp......... 3208 fpm 
Brake lining area per ton 
ico 6c vc. teen wen es 129 sq, ins. 
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The author’s 1500 coupe charges off the line against a Super convertible. Car won its class at National drag meet, May, 1956 


S IT emerges from the factory at Stuttgart, the Porsche 
is a finished piece of machinery which well exceeds 
the claims of its builders, Each car represents an 

engineering idea brought to fruition and each model does 
exactly what it was designed for. Nine different engines 
have been introduced since power-plant #P 10001 was 
fired up for the first time but body styling has remained 
basically the same. 

Five types are presently being produced: 1300, 1300 Super, 
1600, 1600 S and the 1500 Carrera for highway driving. 
In the past, engines of 1100 cc and 1500 cc displacement 
have been built in both the “normal” and Super tune and 
the bulk of the Porsches in this country are of the 1500 
type. (For racing, the 550 Spyder employs a hopped-up 
version of the Carrera engine; reversed in the chassis and 
with dual throat carburetors as part of the speed package.) 
A comparison of the various models can best be drawn 
from the accompanying chart, which gives displacement 
and horsepower. 

Each of these series will give the owner a good run for 
his money and, from 30 feet away, it is difficult to say 
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BY OCEE RITCH 


Even the most docile of Porsches can be made 
to get up and scoot with a few minor 


changes. Here is a blueprint for... 


ore Push for 


% 


whether $3,000 or $6,000 has been invested. This looks 
like a pretty good situation—a choice of performance 
wrapped in the same neat package. But it seems to have 
bred frustration, created dissatisfaction and led to all man- 
ner of strange experiments. 

Porsche owners, not as fanatic as the Bentley Clan but 
almost on a par with the Bugattistes are constantly engaged 
in swapping information, tune-up hints, ideas, discoveries, 
theories and suppositions. In a meeting between two of 
these individuals the social amenities are quickly passed 
over in favor of a technical discussion which would be 
more in place if conducted by two apprentice mechanics 
taking a National Schools correspondence course. Ordinary 
service problems occupy the novice Porsche pusher but, 
unless he owns the latest and most potent number which 
Ferry has thought up, after the early thrill of ownership 
wears off a new theme dominates his conversation—‘“What 
can I do to it?” 


Something Can Be Done 
Don’t mistake me, even the earliest America will scat! 


a 




















ABOVE — 1600 Super cylinder barrel and 
piston must be purchased as a set. 
RIGHT — 3-piece block described in story. 
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There are few cars costing under $10,000 which will stay 
with the Porsche on a rugged cross-country trip. However, 
there is always the urge to make one go just a little bit 
better, to extract a little more horsepower from the flat 
four and to have that $5,000 performer for little more than 
a basic three grand. The Carrera owner is probably not 
cursed with this thirst, but the rest of us pursue the chimera 
of more “go” from the same engine. 

As may be common knowledge, the factory does not en- 
courage hot-rodding. This happens to be a logical viewpoint, 
too. The marque is relatively new and seeking to establish 
a reputation. Random horsing- around with components 
might result in failure, internal carnage or short life and 
could reflect unfavorably on the manufacturer. If some 
squirrel scatters West German metal all over the landscape 
you can be sure the car would get the blame. 

So, dealers have been furnished with all necessary 
maintenance instructions and buyers are requested to re 
turn the goods to these people for service. On the other 
hand, shop manuals are available from Hoffman-Porsche 
in New York City and if you can read, have a reasonable 
familiarity with internal combustion engines and are willing 
to invest in a number of tools, then there’s nothing to stop 
you from being as informed as your service man except 
for experience. 

Most dealers are as busy as cats on a tin roof and don't 
dare do anything except routine repairs but once in a while 
you catch one with the old hop-up fever. In such a case 
you are also apt to find a bunch of highly non-stock Porsches 
screaming around the immediate vicinity. As a pre-war 
hot-rodder, inclinations to mill and fill, bore and stroke, 
port and relieve came naturally to me after getting my 
hooks on the “upper bracket VW” and I was lucky to run 
into a group of kindred spirits and a couple of Porsche 
shops where similar ideas hold sway. 

Among the nine assorted Porsches in the vicinity only one 
is flat out stock—the Speedster which we race! The rest have 





Dale Reuter fits a 1600 cylinder 
to late model three-piece crankcase. 








had some treatment to increase their cruising speed. Such 
discoveries will be evaluated and passed along. 

So, take heart, ye of little displacement, you, too, can 
play with the big boys. 


Expert Advice Helps 


' What have we accomplished? Aside from a lot of happy 
Normal barrel ts chucked into a lathe I PI 


for removal of .040 of an inch from bottom. ; OF 
Result is a compression ratio of 8.1 to 1 comradeship and social intercourse, we have learned about 


hours spent in adjusting, fitting, polishing and piddling, the 
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ABOVE — The so-called Normal head has ports which are a 
bit inadequate to handle hop-up described. They can be 
ported without fuss and will accept Super-type intake mani- 
folding. BELOW — For comparison purposes, here is Super 
head. Note generously sized ports. Even these can stand a 
little cleaning up. Carburetor used is Solex 40 PBIC. 








COMPARISON CHART OF PORSCHE TYPES 
1300 §=1300S 1500 1500S 1600 1600S Carrera 


os ee 2.93 .2.93 3.14 3.14 3.25 3.25 3.35 
Mirehke.: . 6 iss vies 2.91 2.91 2.91 2.91 2.91 2.91 2.59 
Displacemen 

(cubic rao AO 75 NS MS 96.5 96.5 91.5 
Compression 

Ratle, ........ io OGt  O2/t °° TA 8.2/1 7.5/1 6.7/1 9.5/1 
Horsepower 


TO So. ca: 44 60 55 70 60 15 100 
Cn, RNASE aoe VALVE TIMING 
BDC. oo. os sud Gewrees, 30 seconds 7 oe 


RAL Baile . HH 54 
cS Lae ee 19 
ACCELERATION COMPARISON 
1500 Continental Coupe ghee poe: fhe 
1500 Super Speedster... .... 5.6 10.3 
1600 RDA RER 12.2 
1600 Super ae 58 9.7 


Chart shows the infinite variety of combinations that can 
be had by intelligent interchanges of Porsche parts. 


a fascinating vehicle, picked up several trophies and im- 
proved the breed without disturbing Stuttgart—much. 

P & S Motors, VW-Porsche dealers in Bakersfield, Cali- 
fornia, headed by Dave Smith has been a big source of 
encouragement and help as well as a meeting place for 
exchange of ideas. Dave races and prods the rest of us on. 

He and Shop Foreman Dale Reuter are opposed to any 
scheme for changing factory components but they expect, 
and do get the most from stock engines. 

Fred Hannig of Hannig & Olbrich, 1155714 Ventura 
Blvd., Studio City, is another whose advice has been well 
used. Fred, who hails from Innsbruck, was formerly John 
Von Neuman’s chief mechanic in charge of Johnny’s racing 
stable. He is regarded as the top notch Porscher in the area. 

These people, as well as anyone experienced in the line, 
will say that the greatest single aid to better performance 
is mileage. Precision-fitted and designed to wear well to- 
gether, parts which are tight at 1,000 miles begin to loosen 
at 5,000 and by the time 10,000 to 12,000 appears on the 
clock the car begins to show its stuff. 

My own stock 1500 coupe turned in the following speeds 
at the local dragstrip from a standing start at the end of 
a quarter mile (electrically timed): 71.91 (3,500 miles on 
odometer) , 73.56 (6,000 miles), 75.81 (12,000 miles) and 
one unofficial run of 78.51. An improvement of nearly 10%, 
can be attributed to increased clearances in engine and 


driveline. 
Tune Up For Go 


To extract the most from his Porsche without going too 
deep, the owner should pay close attention to tuné-up 
details: carburetion, ignition, timing and valve clearances. 
Taking the last first—tappets should be adjusted every 2,500 
miles until they prove that they can be trusted. The alloy 
pushrods are not as critical as the steel type, but the coarse 
adjustment threads are pretty treacherous. After letting the 
engine cool for at least eight hours, go through the entire 
process twice. The correct setting for that particular engine 
is printed in three languages on the fan housing. Use this 
at all times. 

In discussing carburetion it is well to keep in mind that 
there are a jillion jets for each of the two or three Solexes 
which are fitted, that the jet numbers are only a part 
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Comparison of 1500 barrel and piston, 
left, with 1600 assembly, right, on same head. 








Valve train layout is simplicity itself; the only 
exception is the wood-centered tubular pushrod. 


number—not a description in millimeters or inches—and 
are relative to each other. Generally, the Porsche benefits 
from going one step richer than the factory original. This 
is accomplished by going up one number on the main jet 
and a corresponding reduction in air-correction jet. For 
the same reason (difference in spetific gravity between U.S. 
and European fuels) it is necessary to re-set the float level. 
With the top off and gasket removed, the fuel level should 
be measured at the meniscus (where the fluid creeps up the 
side of the bowl) with a depth gauge. Settings are: 16 mm 
for type 32 Solex and 20 mm for type 40 (.63 and .79 
inches, respectively) . 

Carburetors should be synchronized with vacuum gauge 
or Air-Syn and pumps set to deliver the same amount of 
fuel per stroke—between .5 and .7 cc for the PBI 32 and 
between .7 and .9 on the larger models. (8, 10, or 13 drops 
from an eye-dropper.) Incidentally, an old eye-dropper with 
small end sealed can be used to take this measurement. 


Points Of Ignition 

Ignition timing is another time-consuming job, Tiny 
differences in compression ratio effect this important feature 
and some competition or hot-rod experience comes in real 
handy. Most mechanics time by a static light with the dis- 
tributor points breaking at 4 of an inch BTDC for the 
Continental and '%» of an inch on the Super. The measure- 
ment is made by matching the timing mark on the crank 
pulley with the center line of the crankcase. 

Actually the Continental can be improved by adopting 
the Super timing unless horrible pinging noises develop in 
a particular engine. In tuning my car and the Speedster 
raced by Ed Tomerlin we have used the flashing-light at 
idling speed with success, The Cut & Try, By Guess & By 
God and We Play By Ear methods have also had a workout 
on this machine 

Not to point with pride or to cast any bouquets—but 
just to brag a little, under Ed’s handling this 1500 stock 
has never been beaten by another 1500. It has taken the 
measure of many a Super as well as E. Forbes Robinson's 
justly famed MGA and other class F production vehicles 
in CSCC and SCCA races. With my 1955 coupe I managed 


(Continued on page 56 ) 



















Simplicity of Porsche Super engine is apparent in this 
bread-board layout. Engine work can be done easily 
on an average sized workbench or heavy table. 





Cutaway Porsche engine shows valve and port 
relationship and the amount of “meat” around intake. 
Valve size is adequate and need not be increased. 



































BY DENNIS MAY 


SIR 


The glamorous skeleton 


quarter of a century ago it was an unwritten axiom 
A among British car manufacturers that their public 

shrank, unanimously and with fervor, from the slick 
and the svelte in automobile design. Running counter to 
this bias would, they believed, have been about as lucra- 
tive as hawking Bikinis around a convent. Outside of the 
narrow field of pur sang sports cars it was therefore a tacit 
tradition for passenger vehicles not only to be slow but to 
look even slower than they were. 

Then, in the autumn of 1931, something happened over- 
night that caused an upheaval of the old aesthetic stand- 
ards. The SS made its debut at the annual London motor 
show. In the absence of any subtitle to the initials on the 
badge—actually they signified Swallow Sports—illbred per- 
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in Jaguar’s closet. 


sons seized on the soubriquet of Sexy Six for Mr. William 
Lyons’ masterpiece. This was apt, too, for in hub-to-hub 
proximity with typical neighboring exhibits—decent Daim- 
lers, humdrum Humbers, windjammer Wolseleys and the 
like—the rakish deb had all the incongruity of a strumpet 
at a christening. 

To the pained surprise of the industry’s diehard rank 
and file, the crowds thronging the huge Olympia show hall 
made for the SS like runners in a Le Mans start. For the 
full ten days’ duration of Europe’s biggest and most im- 
portant automobile salon the Sexy Six was in a state of 
constant siege. “What's her speed? Who designed her? How 
many miles per gallon of gas? What sort of engine does 
she have? What's the price tag? . . .”” Twelve hours a day 
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The SS 11 of 1933 had a 79 cubic-inch flat head engine, 
taxed at 12 hp, had room for four, and 
was one of Sexy’s short-lived smaller descendants. 





AND THE SEXY 


the drumfire questionnaire ran on. 

By no means were all of Mr. Lyons’ Olympia visitors 
ready to reach for their check books, of course. Roughly, 
they were divisible into three categories: first, the publicans 
and sinners element—avid for something that went in and 
came out in becoming places, and prepared to settle for a 
mediocre performance so long as the thing looked like a 
thousand pounds sterling and a hundred miles per hour; 
second, a class of waverers who sneakingly admired the 
SS’s avant-garde looks but weren’t sure of its impact on 
family and friends back home in stuffy Exeter or Harrogate; 
third, the sworn adherents of such pedigree strains as 
Bentley, Lagonda, Aston Martin and Alvis, who came only 
to make derisive noises and coin unkind nicknames. 





Aligned hub to hub in herringbone pattern, this shipment of 
prettified Swallow Austin Sevens started William Lyons in 
business in pre-SS days as a custom body specialist. 





Nonetheless, Mr. Lyons had taken a sure-footed stance 
on the springboard that would eventually catapult him 
to knighthood and a progression of Le Mans triumphs 
that only Bentley has ever surpassed. Before Olympia closed 
its doors the biggest car distributing company in the United 
Kingdom was wooing him—in vain—for the whole of his 
first year’s output. “Half,” he said, “yes; the lot, no.” 

\t a hindsight range of twenty-five years it is easy—too 
easy, to be snide at the expense of the Jaguar's dressy 
ancestor. Sure, it was “weak to perform though mighty to 
pretend,” like whatever it was in Cowper’s poem. Sure, 
the ratio of hood length to habitable lebensraum was some- 
thing that a caricaturist rather than a designer might have 
dreamed up. Sure, there was almost room under that far- 
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reaching hood for a spare engine the same size as the one 
that did the work. Yet, measured against the yardsticks 
of its day, there was something to be said in extenuation, 
if not actual praise, of this sheep in wolf's clothing. 

By slow degrees, it and its successor models did more 
than any other car of the inter-wars period to snap the 
British motorist out of his conviction that true worth and 
ugliness necessarily went hand in hand in car design. 

A stock jibe in the whispering campaign that old Sexy’s 
advent set off was that the body, while admittedly pretty 
in rather a common way, effectively blinkered the dudes 
within, leaving them to navigate by guess and by God. 
But this was a tale that riding experience belied. In all 
directions except aft—and nobody, in that day and age, 
expected to be able to see astern—visibility was anyway 
equal to average contemporary standards. 

Finally, even granting that Mr. Lyons made concessions 
to the phony in pursuit of his aesthetic ideal, at least it 
was a phonyness of shape and not of decoration. Unlike 
latter-day stylists in a hemisphere that shall be nameless, he 
didn’t measle his product with chromium blobs and streaks. 
By 1931 his artistic sense had even developed to the point 
where he was willing to, and did, forego the marine type 
cowl ventilators which had been a Lyons hallmark on the 
custom bodies he had built for established marques; Austin, 
Fiat, Swift and Standard among them. 

The SS grew directly out of the body building association 


with Standard, which in turn had marched concurrently 
with the enterprise that set the 20 year-old Lyons up in 
business back in 1922, namely, the construction of sidecars. 
His original company was known as the Swallow Sidecar 
and Coachbuilding Company, and it was this concern, 
under the same title, that launched the SS car in ’31. 

With the facilities and finance at his disposal, William 
Lyons was not in a position to construct an entire car, 
from beginning to end. He therefore sought the coopera- 
tion of a Coventry manufacturer with a ready-made engine 
of a displacement and performance suitable for his pur- 
pose, and who would be prepared to lay down chassis con- 
forming with the singular SS body blueprint. This man 
was Captain John Black—later to be knighted, too, in- 
cidentally—who had recently rescued his own company, 
Standard Cars, from threatened extinction. Black, an ad- 
venturous soul if not exactly a marque | world’s sweetheart, 
came along gladly. 

The engine he provided was an L-headed six in optional 
capacities of 2054 and 2552 cc; the stroke being the same 
for both sizes (102 millimeters) and the bores 6514 or 
73 mm. In its Standard form this plant could hardly pull 
a plover off its nest, but with a main bearing between 
each throw of the fully balanced crank it did have an un- 
commonly smooth and pleasant power flow. Duralumin con 
rods were used and for bonus performance SS added an 
aluminum alloy cylinder head, raised the compression and 








The second season SSI with back seats and 
rear quarter windows added was powered by 
either a 2 or 2\% liter engine at option. 
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The skeleton in Jaguar’s closet, Sexy herself. 


“Convertible” top didn’t convert, Landau 
irons were phonies and the car didn’t go 
but the beast mothered a mighty brood. 
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operators preferred to jog along at more reasonable speeds. 


fitted a special carburetor and manifolds. 

The frame Lyons bought from Black was drastically 
dropped in the midsection and carried the engine much 
farther back that the corresponding Standard model. After 
an early dribble of production with a plain laddet-type 
chassis, center cross bracing was rigged in with beneficial 
results. A four-speed synchromesh gearbox, in unit with 
the engine, came as part of the Standard deal. SS modified 
the shift to incorporate the fashionable remote-control 
lever. Suspension was by flat springs lying alongside the 
frame longerons and the brakes were of the bendix duo- 
servo pattern—with their well-known aversion to any posi- 
tion between full off and full on. 

Having created a car that looked practically supersonic, 
Mr. Lyons was undestandably reluctant to admit it was 
quite as slow as it was. He claimed a top speed of 70 miles 
per hour, but a Motor road-test could only make 65. The 
take-off wasn't exactly spine-breaking either. Another Motor 
report on a later and better example, gave a zero to 65 time 
of 31 seconds—“‘a really outstanding performance,” ap- 
plauded the writer. A crystal ball being no part of his 
test equipment he naturally couldn’t know that slightly 
under a quarter a century later the fastest descendant of 


Mr. Lyons’ long-nosed gallumpher would be going from 


nothing to 100 in a decimal over 12 seconds—vide Russ 
Kelly on the D-type in the August '56 issue of Sports Cars 
Illustrated. 

With the march of time the SS began to look more 


The squat 3 liter SS100 skids through the mazes of a rally test. This pre-war Jag brought 100 mph motoring into the reach 
of middle-class British incomes. Yet, while the speed was there, handling at over eighty wasn’t, and the less experienced 





like a cir and less like an amusing doodle on a spare 
envelope. Rear seat accommodation in the coupe that 
founded the line had been what the English call “occa- 
sional” —meaning that passengers wore the rear seat like a 
tourniquet rather than sitting in it. Then the wheelbase 
was extended by a further eight and one half inches— 
making room for a proper sedan body of comfortable 
proportions. 

Contrary to the usual result which occurs when idealists 
compromise with a cherished concept, these changes 
brought a great improvement in all-around appearance. 
The introduction of glass windows flanking the rear com- 
partment, and the concomitant junking of those futile 
Landau irons, lent the whole ensemble a new harmony. 

From then on, SS’s were regular prize winners in the 
concours d’elegances—an incongruously genteel prelude to 
Jaguar’s subsequent prowess in “hardy sport and contest 
bold.” Usually with either a plain black or dazzling white 
paint job, set off by chromium plated wire wheels, these 
concours—haunting SS’s had a chic look that stopped even 
the most bloody-minded judges in their tracks. 

The six-cylinder car was not an only child. Its Olympia 
debut in October of '31 had been shared by a smaller model 
with a four-cylinder Standard engine of one liter displace- 
ment—also mounting a coupe body. Official titles of Big 
Sexy and Little Sexy were SSI and SSII respectively. Little 
Sexy later gave place to an in-between with a choice of 
capacities—1.3 or 1.6 liters. 


(Continued on page 57) 








SPORTS CARS ILLUSTRATED 





Thunderbird for ’57 has been redesigned and 


reengineered with more power than ever before... 


it’s also further from Sebring than ever before. 


DRIVERS REPORT: 
the 1957 Thunderbird 


Basic T-Bird body lines are still 
visible. Heavier bumper-grille 
and flared fender add flash. 


By KARL LUDVIGSEN 


OU don’t have to be told first—a quick glance at a 

Thunderbird instantly reveals its ancestry. The first 

Bird prototype was based on a shortened standard 
Ford chassis for exploratory purposes. This was a valid 
start, and later versions never wandered very far from this 
concept. For production and servicing ease, it made sense 
to build a Bird out of the FoMoCo parts bins. Sense or not, 
this goes a long way toward explaining the nature of Ford’s 
“personal car.” 

As indicated in Sports Cars Illustrated’s road test of the 
1956 Thunderbird, the car is a compromise resulting from 
sports car looks on a workday chassis. Ford’s interpretation 
of the appeal of the sports car puts emphasis on the exclu- 
sive feel of two small seats in a big automobile. They en- 
hanced this in 1956 by hanging. the spare tire out back, 
and for 1957 the major change has been the grafting on 
of long canted tail plumage for the Bird. The spare has 
been tucked back inside, and with it have gone a lot of 
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trunk access problems. 

The additional rear overhang was handsomely handled, 
and the bumper treatment is pleasantly clean. It all con 
tains a huge luggage compartment which is marred only 
by the inward-angled spare tire. The fuel filler has been 
moved from the center to the right side to exploit the new 
space further. 

A clever tie-in was achieved by curling the fender peaks 
around the door-handles, while the new front bumper-grille 
has a commercially massive look. Otherwise the sheet-metal 
is unchanged, but with the louvered wheel discs this is 
probably the jauntiest T-Bird yet. And we haven't even 
mentioned the greatly expanded color range, which includes 
two exclusive Bird colors: light pink and metallic copper. 

If the hardtop portholes have started to pall, an un- 
punctured version is optional equipment. Clamping for the 
hardtop has been revised, and the convertible mechanism 
modified to make operation considerably easier. Two years’ 
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Latest squat Holley 4- 
barrel is wide open & 
spread out. Choke on 
primary ts visible, as 

are separated float 

chambers. Throttle 
linkage heavy & com- 
plex for shift control. 


Bird interior is handsome and 
safe, but tach is low at left. Dished 
wheel and dash pad are standa rd. 


experience has also led to heavier door hinges. Seats in the 
old Thunderbird never won much praise, and without any 
change in shape or bulk the new ones have been made 
much more comfortable. Separate sections for driver and 
passenger are sprung to give much better adaptation to the 
spine and deceptively good side support. Cushioning over 
the drive shaft has been retained to make life easier for 
a third passenger. 

Interior adjustability has always been a good Bird fea- 
ture, and the engineering prototype we drove at the Detroit 
proving grounds had the adjustable steering wheel and 
four-way power seats. It didn’t have the new Dial-O-Matic 
seat control which is, nevertheless, worth mentioning. ‘This 
is controlled from the dash by two concentric numbered 
knobs: one for horizontal and one for vertical positioning. 

When the ignition is turned off the seat automatically 
moves as far back and down as it can go, Turning on the 
ignition causes the seat to move forward and up to the 


















































exact position pre-selected on the two dials. The T-Bird is 
not hard to get in and out of, but this gimmick ensures 
that the entry condition will always be the best possible. 
Moreover, if husband and wife both use the car they can 
avoid groping for the proper location by pre-setting their 
personal combination. If this were a sports car we would 
laugh, but it’s a neat tailoring trick for a personal car. It’s 
also a harbinger of similar gadgets for lower standard cars. 

Power assists are again optional for the side windows, 
but the padded panel and sun visors are now standard. 
Covering materials have been chosen to give maximum 
windshield glare, and instrument lights are completely 
shielded by a wide, deep cowl. The dials themselves are 
handsomely round and fully visible with the wheel in 
straight-ahead position. In a turn, the horn ring suddenly 
confuses things. The sweep-second clock and the 5000 rpm 


(Continued on page 48 ) 


Those tail-lights 
will be blinding 
but visible, and 
the concentric 

backup light 1s 
neat. Exhaust ts 
well integrated. 





Military requirements dictated the heavily shielded ignition cables and oversized generator. Small elbows carry exhaust 
away. Visible on front cover are the dipstick and oil filter, while the transmission adapter plate can just be seen. 
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Porsche cylinder group resembles 
AMC parts below. Rod big ends differ. 


V-4... 


... the first U.S. built automotive 


air-cooled engine since the day of 
the Franklin. Here is an exclusive 


SCI report on the newcomer. 


BY KARL LUDVIGSEN 





Con rod shank is a shade slender in relation to length, but bearing cap is healthy. All rings are above wristpin 
hole, in which circlip groove can be seen. Cylinder fins are drilled for hold-down studs, and are deep at top. 


NE of the things the American automotive industry 
lacks is a good small-displacement sports car engine. 
The AMC V-4 isn’t it yet—but it might be. England 
lacked one too, not so long ago, and a rough silk purse 
was hewn out of a very fine sow’s ear in the form of the 
Coventry-Climax four. Germany had the same problem 
after the war, and was rescued by Ferry Porsche’s clever 
development of his father’s rugged VW engine. In neither 
case (excluding the ultra-ultra four-cam Porsche and a pos- 
sible DOHC Climax) was the end result the ultimate, 
but they kept a lot of sports cars going fast enough for 
long enough to encourage their makers to turn wide the 
taps on full racing versions. 
Both the above engines were first conceived as hard 
workers over long hours with minimal fuel costs and up- 


keep; light weight being an additional goal. This gave 
them high strength/weight ratios to begin with and left a 
lot of room for improvement at the top end. Intended 
mainly for military and industrial use, American Motors’ 
new V-4 fits right into the pattern. Their engineers seé 
these power-plants showering from the skies inside Marine 
“Mighty-Mites” and similar airborne vehicles, as well as 
donning civvies to turn pumps and generators. 

AMC Engineering has taken over from Research for de- 
tailing and dyno testing, and the present Third Series 
engine winds up experimentation that began before the 
war. In cooperation with Alcoa, aluminum has been used 
extensively, with all such parts except the pistons and the 
intake manifold being adapted to die casting techniques. 
This has dictated some design details, as have the very 
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Rear main bearing cap is brutally massive, and seals 
crankcase from clutch housing. Opening above bear- 
ing houses oil pump and feeds adjacent connections. 


specific and rigid Ordnance requirements. 

Basic module of this clever lightweight is a single-cylinder 
assembly, or, more correctly for this application, a 99 
degree vee assembly of two cylinders. These are offset 
enough to allow separate assembly of two cylinders. Stroke/ 
bore ratio is squared up at 3.25 x 3.25 inches, or 82.5 x 82.5 
millimeters. In V-4 form the displacement is 108 cubic 
inches or 1770 cc, and V-2, V-6 and V-8 mills are projected. 
In order, these would contain 5+, 162 and 216 cubic inches, 
or 885, 2655 and 3540 cc. Since the V-4 is the only unit 
that’s materialized into any hardware, we won't worry 
about the others except to mention that only seven basic- 
ally new parts are needed for each one: rocker cover, rocker 
shaft, head, camshaft, crankcase, crankshaft and sump. 

1770 cc. is a pretty discouraging figure, and a little slide 
rule pushing shows that a brutal destroking to 2.75 inches 
would bring it down into the 1.5 liter Class F and allow 
7650 rpm. at a piston speed of 3500 feet per minute. This 
would call for a new crank, and it might be easier to turn 
up some new cylinders with a bore of 3.44 inches, to move 
up to the top of the two-liter class. It could be hot either 
way, so it’s definitely worth some study. 

Heart of the engine is the cast-aluminum crankcase, 
which is very compact and shaped like a squat house with 
a gable roof. The sides and ends extend down several 
inches below the crankshaft center, and with substantial 
internal bracing they give good support to the three main 
bearings. Deep aluminum caps for these are located at 
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Combustion chamber has good “squish” & 
turbulence contours. Heavy counterbores 
await both valve seats and cylinder top end. 
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Head finning is close-spaced and deep. 
Single intake port is modest in size, and 
warms charge while limiting peak power. 


each side by small matching flats in the crankcase, and are 
tied in by two bolts. A U-section steel strap strengthens 
the center main, Projecting from the “ridge pole” at the 
center are eight cast extensions which house the cam fol- 
lowers, just above the single central camshaft. 

The cylinder construction is imaginatively simple, and 
will be familiar to students of the Porsche air-cooled de- 
signs. Each cylinder is an aluminum tube with cast fins 
which are shallow at the bottom end and deeper near the 
head joint. The bores are plated with from .003 to .004 
inches of chromium and lightly finish honed. At the top 
the outer diameter is clear for 34 of an inch, and this fits 
a similar counterbore in the head around the combustion 
chamber, A small flange at the bottom meets the machined 
face of the crankcase through a thin copper gasket while 
a relieved extension spigots into a 314 inch hole in 
the crankcase. 

It's an interesting coincidence that the bore of this 
cylinder is identical to that of the 1600 Porsche and that 
the designs are very similar. This can lead to tantalizing 
conjecture—one chance being that the use of Stuttgart 
cylinders might help shrink the engine for destroking. If 
the 2.94 bore of the 1300 could be fitted, though, severe 
crank changes would not be a Class F necessity. 

Head, cylinder and crankcase are three separate pieces, 
then. What holds them together? A classic solution, Four 
alloy studs undercut to a diameter of 34 of an inch sur- 
round each cylinder. They screw into the crankcase, pass 
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Alloy center main cap seen thru hole for 
cylinder spigot. Cam and follower hous- 
ing is unique, does not need to carry oil. 


through holes in the cylinder fins and protrude above the 
head to accept nuts. The head and crankcase are thus 
directly tied together with the cylinder acting as a spacer. 
There’s no head gasket now, though for higher outputs 
a copper ring compressed into matching grooves might help 
maintain the seal. 

Also, small compression ratio increases can be made by 
carefully trimming the top end (instead of weakening the 
bottom flange), while more drastic shortening would go 
well with destroking. New through-studs for the AMC four 
shouldn’t be necessary since the standard ones are carefully 
matched to the expansion characteristics of the aluminum 
cylinder. In any case a steel stud would expand less than 
the aluminum and only tighten things up excessively when 
they got warm. 

Permanent-mold casting is used- to form the aluminum 
pistons, which are flat-topped and full-skirted except for 
mild cutaways for the crankshaft counterweights. This 
would present problems when destroking. The skirts are 
cam-ground to a very slight taper and clear the walls by 
.0015 of an inch. Two iron compression rings are carried, 
each running in a groove .080 of an inch wide, while the 
single expander-type oil ring fits in a .189 of an inch groove. 
Just below these, the pistons are slotted’on each side. 

Spring circlips retain the 4, of an inch full-floating 
wrist pin, which is slightly offset and turns in a bronze 
bushing in the con-rod little end. The rod itself is drop- 
forged steel and measures 5.81 inches from center to center. 





Support bracket for cooling blower bolts 
to timing cover. Opening on near side 
is for fuel pump drive lever. 





Far rocker support carries oil to valve 
gear. Ceriter opening, normally closed, is 
ideal entry for new carburetor. 


The well-proportioned H-section broadens into a conven 
tional two-bolt big end. No rod drilling is done, splash 
oil for the wrist pin and upper cylinder being supplied 
from a jet in one side of the big end. 

\ general impression of huskiness given by the piston and 
rod isn’t belied by the steel crankshaft, which is a hand- 
some piece of work for such a utilitarian engine. The 
three mains are closely spaced and the four rod journals 
are far from narrow, so some sections of the crank look 
“real racing” in their compact angularity. To add to this 
the AMC engineers wanted full counterbalancing, and the 
resulting design was too intricate for the drop forging process 
used. The body of the crank is thus forged and the two 
biggest counterweights are separately machined and tied in 
with two bolts each. This could be a big help to a later, 
more accurate balancing job. Healthy in size, the main and 
rod journals overlap slightly and are fitted with trimetal 
bearings. 

Lying just above the crankshaft, the cam is driven from 
the crank nose by a phenolic gear. Forward of this is the 
drive cam for the timing-cover-mounted fuel pump. Placed 
between the gear and the cam, though, is the Gerotor pump 
that powers the engine’s neat lubrication system. A fixed 
screened pickup draws oil from the center of the stamped 
steel four-quart sump. After leaving the pump the oil enters 
the drilled passages of a compact tower above the pump. 
In sequence, this tower contains the relief valve, connections 
for either a bypass (now used) or a full-flow filter, and the 

(Continued on page 49) 
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JET ERA 
LPORTE CAR 





Conventionally styled except for high rear deck, body shell of the Rover T-3 hides the first ready-for-production gas 
turbine power plant and chassis. New sports coupe is the result of more than 7 years testing by the small company. 


HEN the Rover Company of Coventry, England 

introduced their new gas turbine car T3-at the 

Earl’s Court International Motor Show—Londoen, 
in October, it indicated that great strides have been made 
in the technical development of turbo transport since Rover 
announced their first “jet” car in 1950. 

That car, registration number Jet 1, was as the name 
implies, the world’s first car to be propelled by a gas 
turbine power-unit. Rather bulky in appearance with open 
cockpit and definite “experimental” look, it was setting 
new (and first) world speed records on the Belgian Jabbeke 
Highway by 1952. Several records were set including the 
flying mile at 151.196 mph; since beaten by Renault's 
Shooting Star (see Sports Cars Illustrated, October, ’56) . 

Jet 1 had a largish turbine which although it produced 
a great deal of power, suffered from the usual turbine 
bogey of high fuel consumption. The car proved its worth 
however and by 1953 so much had been collected on the 
behavior of turbine units that the Rover company marketed 
a new, small stationary industrial engine designated 18/60 
which has since gained an international reputation for 
smooth, reliable power and extreme mobility. It is marketed 
by Rover Turbines, Ltd., a subsidiary of the main company. 

In August 55 a similar turbine was installed in the trunk 
of a near-standard looking Rover sedan, and with 120 de- 
veloped horsepower, the car was a sprightly performer. 
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Rover, however, was only making its slow but sure way 
towards a practical turbine car and it is most interesting 
to learn that the small company’s latest development is 
modeled on “Gran Turismo” lines i.e., a luxury car with 
sports car characteristics. 

The two-door plastic bodywork is striking, but the ob- 
server cannot help feeling that a happier line would have 
been achieved if the roof had been continued in a steady 
sweep down to the tail a Ja Lancia Aurelia Gran Turismo. 
It is possible that thermal problems prevented this, but the 
T3 is obviously still in the prototype stage and the ultimate 
production model may be more shapely. The interesting 
point is that the Rover Company says that it will be diff. 
cult to produce the car for less than $7000 which is com- 
parable to prices that wealthy enthusiasts are currently 
paying for “something different” and the T3 certainly 
whines into that category. 

Important feature of the new car is that it was designed 
to take full advantage of all the many features which make 
the turbine power-unit so attractive. Main advantages are 
the light weight of the engine in relation to its output of 
110 bhp (at 52,000 rpm!) , absence of radiator, clutch and 
multi-speed gearbox. 

The engine has been developed from the IS/60 indus- 
trial turbine which has a® single-stage centrifugal com- 
pressor driven by a single-stage axial turbine, redesigned 
so that it absorbs only sufficient power from the gas stream 
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First with an experimental 


G-T-powered passenger car, 
the Rover people are also the 


first with a limited production 


turbine sports type coupe. 





Rover IS/60 gas turbine industrial 
unit upon which the T-3’s mill is 
based. Engine here is coupled to a 
portable generator. Note apparent 














The lightweight 110 bhp turbine engine is installed well back in the car and B 
drives four wheels to take advantage of the high torque to weight ratio. 


to drive compressor, and fuel and oil pumps. A second 
single-stage power turbine has been added which accepts 
the remaining power from the gas stream and drives, 
through a 7.45 to 1 reduction gear, the front and rear 
units of the four-wheel-drive transmission. 

The reduction gear also incorporates a reverse gear 
selected by a central control lever. Four-wheel-drive is 
considered by the manufacturers to be a safety factor with 
the car’s high torque/weight ratio, the drive to the front 
wheels being transmitted through a free-wheel similar to 
that fitted on the early Land-Rovers (Jeep-type all-purpose 
vehicle) . 

\n efficient heat exchanger of the secondary surface, 
contra-flow, plate type is mounted on top of the engine 
where it accepts exhaust gas heat to warm the compressed 
air before it enters the combustion chamber, The exhaust 
is ducted at around 200 degrees centigrade to a rectangular 
aperture in the boot lid which also incorporates an ejector 
orifice for engine compartment ventilation. 

At maximum revs (52,000) at which the unit attains its 
110 bhp, a pressure rate of 3.85 to | is maintained with a 
maximum temperature of 850 degrees centigrade and an 
air mass flow of two pounds per second—impressive figures. 

Starting is carried out with a 12 volt electric starter 
motor which drives the compressor shaft through a ten to 
one step-up ratio and is then cut by an electrical switch 
operated by compressor pressure at the self-sustaining 


small size of power plant as compare: 
to size of generator unit. 
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engine speed of 15,000 rpm. Speeds in excess of this figure 
are controlled solely by an accelerator pedal, movement of 
which is transmitted hydraulically to a lever in the engine 
fuel system. This varies the setting of an all-speed centri- 
fugal governor which also limits the maximum speed. The 
remainder of the car’s electrical system is conventional, 
with generator driven from the transmission. 

Naturally, a company with the standing of the Rover 
organization has closely studied the safety aspect of this 
exciting and promising form of power-unit. In the event 
of failure to “light” (GT language equivalent to “fire” in 
piston engine parlance), surplus fuel is drained from the 
combustion chamber und engine casing by means of an 
automatic air-operated valve in the bottom of the main 
casing. 

Such is the efficiency of the heat-exchanger that fuel 
consumption figures are as follows: 13.8 mpg at 40 mph, 
14.3 mpg at 60 mph, and 12.8 mpg 80 mph. These figures 
at least bring the turbine car into the category of realistic 
fuel consumption, ‘for the kerosene fuel on which the 
turbine operates costs less than half that of premium grade 
gasoline in the British Isles. Judging by other experiments 
both in the U.S. and abroad, they could just about make 
the thing run on old socks if they had to. 

It cannot be argued cither that the T3 is a sluggard since 
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tests on the Motor Industry Research Association's proving 


(Continued on page 47 ) 
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Out to take back their records, lost a year 
MG did the job in spades. Just to round things o 
Austin Healey raised their own marks too. k 





ee Wee OeF ” ee 


Photes by Dan Rubin 


EX 179 howls past the happy MG crew as the 500 mile record is racked up. Lines marked in salt guide cars around big circle. 





X 179: the MG that 


rewrote the 


record books 


AST August, in their share of what is probably the after six hours by mechanical difficulty, Then, when the 


busiest season the salt has even seen, the British Motor \ustin-Healey distance ¢ar attempted the six-hour record, 

Corporation established 88 new national and inter- fuel troubles caused this run to be postponed also, In addi- 
national records in classes F and D with MG and Austin- tion to these difficulties, conditions of the salt were far 
Healey cars. from good with the ever-present threat of rain. 

Wendover's air-conditioned cafe is the chief gathering 
place for off-salt hours, Here, in only a few hours, you 
become aware of the tremendous amount of automotive 
know-how available to BMC—Captain George Eyston, who 
has devoted his life to record breaking; Alec Hounslow, 
with wore than thirty years in the MG racing and experi- 


In spite of the fact that the present BMC organization 
has more practical experience in record breaking than any 
other firm in the world, this session was a succession of frus- 
trating incidents. First, the Austin-Healey straightaway 
streamliner shed a blower drive chain on a practice run. 
rhe first attempt by MG on the 12-hour record was halted 
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Just the thing for your MGA, Always referred to as 
“experimental”, the twin-cam MG head is rugged and 
smple. Tuned exhausts are fine for the flats. 


mental department; Geoffrey Healey, Donald Healey’s son, 
who has, of late, had more than a little to do with the 
experimental development of Austin-Healeys; Johnny Lock- 
ett, world-famous motorcycle rider who has driven Austin- 
Healeys and MG’s so impressively at Le Mans, and some 
of the finest of America’s driving talent in the persons of 
Ken Miles and Carroll Shelby. 

On Sunday, August 12, the 1500 cc MG made its first 
attempt for the 12-hour Class F record with a target speed 
of something over 140 mph. Concern had been expressed 
over the condition of the salt which was never too stable 
at best. If the salt was wet, it meant pit stops to break loose 
the salt that would pack up in the fender wells—and pit 
stops cost time. 

If the course deteriorated in one section, it meant that 
speed would have to be higher over the remainder of the 
course to maintain the necessary average. On this morning, 
Ken Miles took the opening session of three hours begin- 
ning at six a.m, Not yet too light at this hour, the only 
thing that seemed real was the sharp crackle of the exhaust 
as Miles moved off. 

Three hours passed with the speed well above what was 
necessary to break Bettenhausen’s 1955 record in the OSCA 
special, At a few moments after nine o'clock Johnny Lockett 
took over and not even the most tense or critical ear could 
pick up a sour note that would give warning that this 
engine wouldn’t run forever. 

\s noon approached and Miles prepared to relieve 
Lockett, the unforeseen happened. A rear wheel bearing let 
go, allowing the axle to drift out of the housing. Lockett 
reported that he had just caught the first hint of burning 
rubber when the revs mounted due to the spline in the 
axle leaving the differential carrier. 

The rear-wheel well skirt was all that had prevented the 
wheel and axle from leaving the housing entirely and this 
had been responsible for the smell of burning rubber. Six 
hard-earned hours of record speed were wasted as far as 
the twelve-hour goal was concerned and the engine that a 
few minutes before had only a little over six hours to run 
now had an additional twelve. 

On Monday a new course was prepared (under the super- 
vision of Captain Eyston) for the Austin-Healey Class D 
distance run of six hours scheduled for Tuesday. Tuesday 
did not dawn bright and clear. A few scattered drops of 
rain only a few moments before the six o'clock start seemed 
to promise more rain before the day was over. In fact, the 
grey veil of a rainstorm obscured the horizon to the east. 

At six o'clock on the dot the car started its run. The 


The chassis is ready and the crew lowers the self- 
supporting body in place. Twin ducts carry air up 
and away from the oil and water radiators. 


Oil cooler connections are potential trouble 
sources, and get last-minute checking here. Low 


front radiators require reservoirs at cowl. 
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EX 179 


75 NEW RECORDS FOR MG 
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Copyright SPORTS CARS ILLUSTRATED 


MG RECORD CAR 


SPECIFICATIONS 

BODY: Overall length ........... 188% inches 

Overall height to top of 
I as bee kg oie ce oss 40% inches 
Ov height to top of scuttle. . 315,¢ inches 
SPVOURT RII onc ke en ca ves 63%. inches 

WHEELBASE: 95 inches 
NE wins cd 3k <5 eka Si hae 47% inches 
OR ee re eer rere 48% inches 


FUEL TANK: 30% gallons 
FUEL RESERVE WARNING: 4% gallons 
TAP RESERVE: 2% gallons 


C 0. L aloursrre 





DRY WEIGHT: ; 
no oil, water or fuel ............ Total: 1538 pounds 
Front: 893 pounds 
Rear: 648 pounds ) 
with driver, oil, water 
and fuel (30 gallons)........... Total: 1964 pounds j 
Front: 1077 pounds 


Rear: 887 pounds 





; *MG CLASS F SPEED RECORDS 





August 18, 1956 
INTERNATIONAL NATIONAL NATIONAL INTERNATIONAL AMERICAN STANDING 
DISTANCE STANDING STANDING FLYING Time Distance Iulatal Time Distance MPH 

25 K . 142.38 155.04 1 hr. 153.98 153.98 1 hr. 153.98 153.98 
25M Ms 146.90 155.02 3 hr. 429.2614 143.09 3 hr. 429.2614 143.09 
50 K 148.39 148.39 155.05 6 hr. 853.6681 142.28 6 hr. 853.6F 81 142.28 
50M : 150.89 150.89 155.13 12 hr. 1700.5653 141.71 12 hr. 1700.5653 141.71 
75K » 150.39 155.11 : 

| 75M * 152.39 155.24. 

i 100 K 151.75 151.75 155.24 
oe fares 2 et AMERICAN FLYING 
20 e 153. 155.43 
200M 154.30 154.30 . Time Distance MPH 
250 K if . 153.99 155.38 1 hr. 155.38 155.38 
250M > . 4 3 hr. 425.9703 141.99 
300 K - 154.22 155.39 6 hr. 855.5774 142.60 
300M ” 142.96 143.46 12 hr. 1700,5653 141.81 
400 K * * * 
400 M , 143.12 143.51 
500 K 142.97 142.97 143.45 
500 M 141.17 141.17 141.47 *All records subject to confirmation by FIA and United States Auto Club. 
pp 4 — ina bo et August 18, 1956: Ten-mile flying start International Class F — average 
2000 K 141.86 141.86 141.97 two-way straight course driven by Johnny Lockett at 170.15 mph. 
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Cam drive is two-stage, by gear and chain. 
Large-capacity water pump has engine-speed belt 
drive, and special ignition angles to right. 





Construction of cam drwe is still a tool-room 

job. Special water circulation system has tiny 

block holes, keeps cylinders warm and head cool. 
exhaust note of the new six-cylindered engine was notice- 
ably different from that of the MG four that had run two 
days before. Even with this difference, at the start of the 
second lap an untrained ear could detect that all was not 
well in the six-cylindered department. Another lap brought 
no improvement in its health and the run was called off. 
After a considerable amount of feverish pit acitivity, the 
run was started again, but for the second time was called 
off. Difficulties with the fuel, or fuel system were described 
as the cause of the trouble and the run was postponed 
until Friday. 

Wednesday saw the 1500 cc, Class F, MG back on the 
salt for an early start. This time nothing untoward hap- 
pened and all Class F records up to 12 hours were taken at 
an impressive speed, with improvement over Sunday's record. 

Four days later this car, with the sprint engine, estab- 
lished a new ten-mile flying start record of 170.15 mph 
under the piloting of Johnny Lockett. This year, MG earned 
everything they got and a lot of credit should go to 
Hounslow and his crew for the preparation and to the two 
drivers, Miles and Lockett, who apparently never made a 
mistake and were so proud of the car that you’d think they 
had built it. 

The chassis and body of the MG are not new although 
the engine, which will be discussed later, is of new, experi- 
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Shroud-type cam followers are used in the 
MG record engine, which also carries 40 
mm Webers. Throttle linkage is simple 
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Adjustable Andrex shocks are 
added to lever types. Axle oil 
radiator ts competition must. 


mental design. Incidentally, this engine received no more 
than a tappet check between the end of its six-hour run and 
the beginning of the second run of 12 hours. 

Externally, this car bears more than a little resemblance 
to the record car used by Goldie Gardner and it is a further 
development of the EX 179 that set the 12-hour Class F 
records in 1954, At that time, it used a well souped 1500 cc 
rocker-box engine. This time there was a considerable differ- 
ence in the engine type. 

The chassis consists of two 14-gauge box-section side 
members that are actually prototype MGA units. The 
main firewall bulkhead is built in unit with the frame and 
triangulated with additional perforated box sections to in- 
sure rigidity and adequate frame stiffening. A tubular exten- 
sion to these main side members is used to carry the 
radiator and oil cooler. 

The rear axle layout is a straightforward Hotchkiss drive. 
It is attached to conventionally shackled semi-elliptic springs 
by U-bolts, These springs are heavily taped and four shock 
absorbers are fitted. Straps are also provided to snub re- 
bound, A small oil cooler is fitted to the rear of the differ- 
ential casing. It’s interesting that this is located in such a 
manner that air currents from up-and-down movement of 
the rear axle are used instead of any direct flow from the 
outside. Straight-cut gears are used for ring and pinion 






































Standard MG suspension a nd brake components 
are used in EX 179, as below. Andrex shock is 
mounted as in old TD-Mark I1, on lower arm, 


Cockpit of Austin-Healey streamliner on lower 
right is fitted out for both safety and comfort. 
Manifold pressure gauge reads to 30 pst. 


The Healey saltbuster, at right, is a fearsome 
sight as it poises for run, Shape is clean, 
but flat flanks may be sensitive to side winds. 








instead of the more normal spiral or hypoid types. Although 
noisier, straight gears do simplify bearing and lubrication 
problems. 

Front crossmembers similar to the TF MG carry standard 
suspension components of coil springs and “A” frames. 
Steering is by MG rack and pinion, In addition to the 
hydraulic shock absorber incorporated in the upper “A” 
frame, another of the friction type is used. Standard hydrau- 
lically-operated MG brakes are fitted to all four wheels. The 
body framework, which is made up of small round tubes 
and perforated square section tubes attaches to the chasssis 
at 14 points. 

In order to avoid complications in removing the body, 
all the instruments are carried on an instrument panel 
attached to the main chassis frame. Attached to and re- 
movable with the body are the air ducts that carry air from 
small intakes in the front to the cockpit and the carburetors. 

The body shell is made of 18 gauge half-hard aluminum 
and is fully streamlined. A plastic bubble covering the 
driver's side of the cockpit is incorporated with the head 
faring. This helps insure that wind resistance and drag 
are near the absolute minimum. The driver's position in 
the cockpit is on the right hand side. This is a change 
from the original EX i79 made necessary by the new engine 


installation. With the experimental engine the stubby ex- 
haust pipes project from a hole in the left-hand side of 
the engine compartment and it was necessary to get the 
driver out of the exhaust stream. The left-hand side of 
the cockpit is completely taken up by the 34.5 gallon fuel 
tank. As would be expected with a distance record car, the 
driver's accommodations are comfortable. Not much space 
is wasted however—the steering wheel even being of a 
special shape to clear the driver's legs. 

The bellypan that completely encloses the underside is 
made of 14 gauge half-hard aluminum and serves as a 
cockpit floor. 

The four-cylindered engine, never mentioned without the 
addition of the word, “experimental”, seems to be pretty 
rugged and reliable. The block and crankshaft are the pro- 
duction B type units; the bore and stroke being 73.025 
mm x 89 mm (2.87 x 3.5 inches). The block is very short 
and rigid and the practice of extending the crankcase cast- 
ing well below the center line of the crankshaft contributes 
a great deal towards bottom-half strength. 

The threé main bearing crankshaft is a steel forging with 
main bearings of two inches diameter and the crankpin 
journals, 1.875 inch. It has balance weights on each side 
of the center main bearing and one on the inner side 


(Continued on page 62) 
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SPORTS CARS ILLUSTRATED 





BY GRIFF BORGESON 





For twenty days Ford drivers roared flat out around the 
12-mile circles at Bonneville. When they were through 
they had cracked 462 records and had gone. ..... 


O,O00 Miles 








Ford club sedan breaks beam in front of Official 
Timing stand on the ten-mile circle. Car blurred 


around track continuously for twenty days, 
averaging 107.15 mph for the period. 














Underside of the engine after the 50,000 mile run. 
Center bearing cap, and pistons three and four 
of the left bank were removed for prelim inspection. 
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AST SEPTEMBER, three '57 Fords literally wore out 
the four huge circles on the Bonneville Salt. For 
nearly three weeks the Fords flew flat-out in the long- 

est, fastest endurance run in American history. Between the 
7th and 29th of that month they created 462 new speed 
records, including 130.94 mph for 100 miles with the hot, 
wild-cam, 285 horse engine and 108.16 for 50,000 miles 
with the standard V-8 engine. 

These are more than American stock car records—they 
include many, many records in FIA International Class B, 
Class A, Unlimited and World’s record categories. The runs 
proved beyond any shadow of doubt that Ford markets a 
very potent and well-engineered car. They also proved what 
any student of racing knows: that there is no substitute for 
planning and preparation, for anticipating problems and 
whipping them before they occur. 

Ford’s campaign was a logistic tour. de force as deadly 
serious an undertaking as any military offensive. For its 
“general” the company snaffled Danny Eames away from 
the Chrysler Corporation, Eames, who master-minded 
Dodge’s massive record-breaking efforts in '53, ’54 and ’55, 
undoubtedly has more expert knowledge of the conduct of 























The cars and the team that broke 
462 salty records at Bonneville. 


Fords on the salit 


nowhnere 



























Shredded rubber anyone? This tire ran 
over a broken marker stick splintered 
by another driver. 


endurance runs on the salt than any man alive, 

The cars used in the runs were strictly stock '57 models 
but they were tuned by past-master mechanics Chuck Daigh 
and Fran Hernandez—as exquisitely as the factory-entered 
Mexican Road Race Lincolns. The drivers signed on were 
men of almost legendary ability, including Chuck Stevenson, 
Johnny Mantz, Danny Oakes, Jerry Unser and George 
Lynch. 

Even though preparations for the campaign began last 
spring, and in spite of the large number of people involved, 
the secrecy that cloaked the operation was air-tight. A week 
after the record-run crew had packed up and left the salt 
even FMC’s usually all-knowing public relations depart 
ment knew nothing of what had transpired at Bonneville. 
It was a secret—a secret weapon, actually, that was being 
forged, honed and held in the dark until D-day—the day 
that Chevrolet would innocently announce its own '57 
models to the public. 

The °57 Ford speed and endurance runs ground on 
around the clock and were carried out by two teams of 
working 12 hour shifts. Their 
(Continued on page 46) 


drivers and mechanics 


Piston after the 50,000 mile run at an 
average of 108.16 mph. Rings are clean 
and free, and skirt lacks varnish. 


The main pit sees action. 
Record stop was 17 seconds; 
most stops took twenty 
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The fight for low frontal area sometimes 
produces high parasite drag. No offense 
meant to W. B. Wagner, the owner of this 
straightforward Crosley-based “shingle’”’. 









: BY JIM MOURNING 
BOB ROLOFSON 


SPORTS CARS ILLUSTRATED 


The expression “‘small car, small cost”? doesn’t 
necessarily hold true in all cases but some of the 


most successful cost less than you think. 


BABY BRUTES 








foam from their buttermilk and regale road-racing 

neophytes with tales of the days when a man with 
a production MG stood an excellent chance of taking 
home the big hardware from any of the scattered events, 
and a Jaguar driver was virtually the Nuvolari of the back 
lots. But that era has long since become just a fondly 
remembered bit of history. 

With the introduction of higher speed and equally higher 
priced machinery, there began a gradual drift toward the 
smaller classes. This movement was enthusiastically sup- 
ported by a group of drivers including both the experi- 
enced and novice, who found they suffered from attacks 
of monetary dizziness at the ever increasing financial alti- 
tude or discovered that wheeling a sensitive, high-powered 
car could be a grim business and—for them, at least—not 
a particularly pleasant one. 

At first, production Panhards and the like held the atten- 


YJ ican old-timers are prone to lean back, blow the 
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tion of this group. But, as time went on, the urge for more 
urge became overpowering and the Specials came into their 
own. 

Interest in the smaller classes increased steadily—with 
the 750 cc power plants gaining added attractiveness when 
the Sports Car Club of America followed the FIA’s lead 
in class realignment and dropped the 1250 cc MG into 
Class G. Now, no event, particularly on the West Coast, is 
complete without a large contingent of Class H competitors. 

And so successful have the home-grown products been, 
that European factory-built sports racing products are 
seldom seen on U.S. circuits. When they are, they are likely 
to be handed a sound drubbing by one of the baby brutes 
that was lovingly put together in someone’s garage while 
the family transportation sat exposed to the elements. 

So here are some of the attempted solutions to successful 
Class H competition. Take a good look at them. You'll 
be seeing a lot more like them as time goes on. 








A pioneer in tub-thumping for 
Class H, John Porter’s old Pan- 

hard-powered Aardvark won 
by staying together, not ahead. 


Moretti engines have looked 
good on paper, but been too 
burdened down to go. The 
special shown at right and 
below removed the shackles. 








Ray Howard drives John Biehl’s i 


very clean Moretti special in West Coast races. The roll bar is a must for 57 competition 
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Large, wide spaced grille in the front section admits plenty of air to engine and radiator for optimum 
cooling. Underpan helps direct scooped air over engine and to back placed radiator. 


HE DKW 3-6 is a car that drivers with a passion for 

the unorthodox will find fascinating if not irresistible. 

It is a three-cylinder two-stroke machine in a world 
of four-strokers; it has front-wheel drive and free-wheeling, 
and on a much milder level, it takes as much getting used 
to as its racing -relative of the '30’s, the screaming rear- 
engined Auto Union. The DKW is not everyone's dish of 
tea, but in the hands of a driver who digs it, it can turn 
out the kind of performance that brought it in third overall 
in the last Monte Carlo Rally. 

Do not be deceived by the DKW’s specifications. In spite 
of its meager-sounding displacement, it has spirited accelera- 
tion, plenty of reserve power for passing at legal highway 
speeds, and an honest top speed of more than 80 mph. 
A driver who has been well broken in on DKW’s, who 
knows how to steer accurately with wheel and throttle, 
can give a demonstration of the car's “sporting” qualities 


that’s startling and memorable. 

Dragging full potential out of the DKW in corners takes 
experience, but the results are worth the time. The factory 
literature oversimplifies the situation by saying, ““The power 
transmission system allows the car to be pulled instead of 
pushed. That is why your DKW car will always ‘stick’ to 
the road as long as you keep your foot on the accelerator 
pedal, no matter whether you are driving through sharp 
bends and corners or on slippery or icy surfaces, A slight 
touch on the accelerator and the car follows willingly the 
pulling power of the front wheel drive.” 

Actually, “stand on it and steer” isn’t always the best 
advice for this machine, It is a very fast car in corners, and 
its adhesion is good to the point of being uncanny. But it 
is also quite heavy at the front end and this weight com- 
bined with the front wheel drive makes the rear end 
definitely slippery under certain conditions. When you 























The 3-6’s cornering in tight bends is noteworthy and commendable as 
long as the engine is pulling, but censurable when throttle ts closed. 


corner on dirt or gravel, for example, even at moderate 
speeds, you learn that the car has a tendency to rotate 
around its front wheels. 

It’s true, though, that the 3-6 corners best under power. 
It feels insecure if you take it through a turn fast with 
the throttle closed, but it’s fine as long as the front wheels 
are pulling. However, when power is being applied to the 
wheels, they resist being turned and the muscle power 
you need to overcome the resistance increases in propor 
tion to the power going to the wheels and the tightness of 
the bend. The DKW has to be held into turns up to the 
speed at which the rear tires begin to slide outward. This 
they do not suddenly, without warning, but gradually, in 
a way that makes for easy control. As with the Porsches, 
this trait can be exploited to give a high average speed 
over a course that has a lot of tight bends. 

With just 214 turns of the wheel over a large lock, the 





Cutaway of °53 model. Body ts 
now wider and roomier, but design- 
wise car remains the same. 





This view shows width and 
spaciousness of DKW’s body. 


DKW is quicker steering than most. There is zero play 
in the rack-and-pinion gearing, but a slight amount of road 
shock is communicated to the steering wheel. The wheel 
itself has an unusual shape: its lower half is flattened into 
a half-oval to increase the space between wheel and front 
seat. 

Ihe suspension of the 3-6 is shown clearly in the cutaway 
drawing. At the front there is a massive upper transvers« 
leaf spring with very substantial lower wishbones. A similar 
leaf spring limiting body roll, is used at the rear in com 
bination with big, steeply inclined telescope shock absorbers 
and a pair of radius rods for fore-and-aft axle location and 
control of braking torque. 


Ihe performance of this suspension is very good. It does 
not iron out deep, washboard surfaces, a near impossible 
job, but it absorbs and erases the jolts from really rotten 


roads very well, even at high speeds, Unlike many other 
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wag 
Layout of engine compartment of 3-6. The distributor 
is coupled to the crankshaft at the front. Fuel 
pump, lower left, works by diaphragm, pulsates with 
crankcase pressure. 


cars, the DKW does not acquire an unpleasant light feel 
in the upper speed ranges. At 82 mph it’s as stable and 
as solid on the road as at half the speed. Body roll in the 
turns and the car’s sensitivity to cross winds are both 
minimal. 

During one of the runs, incidentally, we got a clear 
indication of the efficiency of the DKW’s smooth, wind- 
tunneled shape. For our first zero to 70 run we forgot to 
roll the front windows up. The turbulence in the passenger 
space was strong, and our time for the run was 39.4 
seconds. With the windows up, though, our elapsed time 
from zero to 70 was 32.3 seconds — a fairly dramatic 
difference. 

It’s during acceleration runs, of course, that clutch and 
transmission are put to the toughest tests. The baulk-ring 
syncromesh on the DKW’s top three gears proved to be 
absolutely infallible. In fact, not once during the many 
hundreds of miles we drove the DKW was there a trace 
of clash when shifting the sychronized gears. Slipping into 
First quietly was another matter. Furthermore, we found 
the shift pattern: R hard to get used to. Second and 


1 3 

Fourth are so close together that it’s very easy to land in 
Fourth when you're planning to down-shift to Second. 

First gear is very low, and so is Second. The Third ratio, 
red-lined at 50 mph, is actually useful right out to an in- 
dicated 70 on this speedometer, which is, by the way, far 
more accurate than most. Third is a fine ratio for general 
trafhc use and Second can be used for smooth getaways on 
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Front suspension and drive. Trans- 
verse leaf spring is broad for car’s 
size. Note sea-legged mounted shocks 
for extra turning stability. 


level ground. We never needed Second for hill-climbing. 
The gearbox, criticized a couple of years ago for noisiness, 
is now perfectly quiet. 

An integral part of the transmission is the free-wheeling 
unit, which you can engage or disengage at will under 
load by moving a lever below the instrument panel. We're 
accustomed to using the gears as much as the brakes for 
decelerating, and since engine-braking with a two-stroke 
engine is only a fraction of what it is with a four-stroke, 
we did no extended running in free wheeling. This feature 
was designed into the package for two reasons. One was 
to make possible a small improvement in fuel consumption; 
the other was to provide automatic declutching in closed- 
throttle positions, thus eliminating the drive-line snatch 
characteristic of two-stroke cars at low rpms. 

When you're in free wheeling, shifting is practically 
effortless; the shift lever going from gear to gear like a hot 
knife through butter. Easy clutchless shifts can be made, 
but should NOT be; this puts too much load on the synchro 
mechanism. As with any free-wheeling setup, you get a 
pre-selector effect. You can downshift for a curve, for 
example, long before entering it, yet not engage the gear 
until you open the throttle. 

Obviously, with its slowing power reduced by both the 
free-wheeling and the two stroke engine, the DKW needs 
good brakes. Fortunately it has them. Although the friction 
area per ton figure looks low on paper, it’s plenty in 
practice. During our ten-stop fade test, the efficiency loss 
was a representative 12 percent, and very little pedal travel 
was lost. 








Looking very clean in profile, 











DKW 
the DKW retains individuality PERFORMANCE 
in style with American flavor. TOP SPEED: 
Two-way average ............... 82.2 
Fastest one-way run ............ 83.0 
ACCELERATION: 
From zero to Seconds 
Tia. ... 5. cs vGenaeanas 5.5 
NS Dr ele ogc tev deen We Eed 10.1 
Gas. . 004s cecweeniaw « 15.3 
MD, cc lho « > <4 > © ce eee 21.3 
rer ee 32.3 
Se NS ee peste cae 53.2 
Standing % mile ............... 22.4 
Speed at end of quarter ......... Indicating 64 mph. 
SE ees 9 Oe 60.6 
SPEED RANGES IN GEARS: 
MS. i a cic Gt ss co's «ash ee k's zero to indicated 20 mph. 
0 RES eee tee 6 to indicated 35 mph. 
as SU bee es do cin ks 6a) bate 10 to indicated 70 mph. 
SSS eta i a «g's de ecg acianboas.s 12 to top. 
SPEEDOMETER CORRECTION: 
Indicated Actual 
A OP ln 5 bcp PURI 6 oS bs eeb es 29 
MTS os o's kd Map Od bv nik ad eeaes © 48 
sods sabbbidaaus «nes GIN co oe 67 
Mc i Vibws kha d>aals cocaeul< cs 77 
FUEL CONSUMPTION: 
GONE as oat. Ok co ieiiak’s « 23.4 mpg during speed runs. 


Average driving (under 60 mph). 31.2 mpg 
BRAKING EFFICIENCY: With Perfometer 


(10 successive emergency stops from 60 mph, just short of 
locking wheels) 











Underside of car shows forward mounting 
of engine, and final drive and 
transmission housing. The half axles 

are U-jointed at both ends. 


The most exotic organ of the 3-6, to Americans, anyway, 
is the two-stroke engine. It’s practically an unknown quan- 
tity on this side of the Atlantic, but it’s widely used overseas, 
and DKW, according to a spokesman for one of the com- 
pany’s competitors, was not only the pioneer in the field 
but also continues to be the main source of new ideas in 
two-stroke design. “We build a lot of two-stroke engines,” 
the spokesman continued, ‘but nearly all we know about 
them we learned from DKW.” 

DKW introduced its first two-stroke car in 
methodically marching up an _ evolutionary 


1928, after 
ladder that 
started with two-stroke toy engines and went on to a clip-on 
two-stroke for bicycles; a two-stroke motorscooter, and finally 
a famous and widely imitated line of motorcycles. Since 1928 
many hundreds of thousands of DKW automobiles have been 
sold all over the world, and in Europe today the name is 
practically synonymous with reliability. 

The engine aspirates through ports in the cylinder walls; 
these ports are opened and closed by the passage of the 
pistons. Each cylinder has its own sealed-off portion of 
the crankcase. On the upstroke the piston uncovers the 
intake port and its pumping action pulls fuel-air mixture 
into its own crankcase compression chamber, While it's 
on the upstroke the piston is also compressing an already- 
admitted charge 

At about top center the charge is fired and the piston 
makes its downstroke always a power stroke. Well down 
on this stroke the exhaust port is uncovered and exhaust 
gas escapes under pressure. Still farther down another port, 


(Continued on page 55) 


NN Sas. seth dia vc aeea ees 65 
Res oh ee a RS eae 55 
SEPM oo 3.5 Sonn a ieee 0 <> « 62 
OS ROE SG re eee 
i so Se dn 0 SO 
ES ESS PII eee 55 
Se scat kc ic cconneee SS 
ae oss nob iv Caen cet 
eee as 
SPECIFICATIONS 


POWER UNIT: 


SE Sgr. a ea 


Valve arrangement ............. 
Bore & Stroke (Engl. & Met.)... 
Bore/Stroke Ratio .............. 
Displacement (Engl. & Met.) 
Compression Ratio 
erat BF sa ods eden’ 
SE 8 Ee ee 
Max, Torque @ rpm ............ 


DRIVE TRAIN: 


Transmission ratios I........... 


Final drive ratio (test car) ...... 
Axle torque taken by 


CHASSIS: 

NS nt ane Gos ee ot a wieke 5 
SRS a Ore 
"ee rrr 

Suspension, front ............... 


Suspension, rear 


Shock absorbers 
ER Pe. Coe 
Steering wheel turns L to L .... 
Turning diameter ............... 
I Crs. occ ke wis 0+ Meee ce 


Brake lining area 
Tire size 


GENERAL: 
Length 


Width 

RE Uw oes wk ewe ROemEY e's 

a Be reer ys tae 

Weight distribution, F/R ....... 

Weight distribution, F/R, 
Re eres ee 

Bere ORIN bk «ccd cus 0 28 oN se ees 


RATING FACTORS: 


Oe ee reer re 
Bhp per sq..in. piston area ...... 
Torque (lb-ft) per cu. in. ....... 


Pounds per bhp—test car ....... a 


Piston speed @ 60 mph .......... 
Piston speed @ max bhp ........ 
Brake lining arca per ton 

(test car) 


In-line three, two-stroke, 
water cooled. 

Cylinder wall porting. 

2.80 x 2.99 ins.; 71 x 76 mm. 
1.07/1 


; 54.7 eu. ins.; 896 cc, 
6.5/ 


1 
Solex downdraft. 
42 at 4250 
54.2 at 2800 


4.72 


: F: Engine mounts, R: Radius rods. 


92 ins. 

50 ins. 

53 ins. 

IFS by transverse leaf, wishbones, 
double-U-jointed axles. 

Solid tubular axle, transverse leaf 
and radius rods. 

Telescopic two-stage. 

Rack and pinion. 

2.5 

36 ft. 

Two leading-shoe front; 

leading and trailing rear. 

104 sq. ins. 

5.60 x 15 


166 ins. 
66 ins. 


1980 Ibs. 
55.6/44.4 


55.3/44.7 
12 gallons 


-767 
2.27 
-99 


105 sq. ins. 
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Schreiber IMPORTS 


AUTO ACCESSORIES 









SPORTS CARS ILLUSTRATED 


Portable Schreiber Rack breaks down and goes 
into your trunk, from Britain Cost $29.95 Post- 
paid to your door. Poly-chromatic painted. Fits 
all small cars but VW SUN ROOF. All types of 
racks in stock. Shown on Porsche coupe. 
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i | VW Gadget shelf. Painted in any of three colors 
to match your car. Black, White and Red. Cost 
$9.95 Postpaid. No holes to drili and plenty 
of leg room. See it at your dealers or order 
one today. 





| Our quality fuel and oil line for MG, Healey, 
’ etc. Two MG gas and one Oil for the Xmas 
price of $6.95 Postpaid. Healey at $3.95 for 
oil and flex gas line. TR-2-3 at $1.95 gas line 
j from shut off valve. Guarantee one year. What 
{ most of the race cars here are using. 


Write for our new listing of al! our goods. 


Schreiber IMPORTS 


BOX 4125 HE 6-5798 
LONG BEACH 4, CALIF. 
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i THE THIESSEN TOOL CO. 

| FOREIGN & DOMESTIC 

Mechanics & Machinists Tools 
Metric & Whitworth 

Taps & dies, micrometers, etc. 
2908 22nd STREET 

SAN FRANCISCO 10, CALIF. 








Manhattan Auto is one of 


LARGEST 
CAR DEALERS 


AMERICA’S 
IMPORTED 


1.4 


NAC 


MANHATTAN AUTO, inc. 
Sales—Service—Parts since 1914 
7th at R sts: N. W., Wash., D. C 


Branch Showrooms: Alex., Va. & Fairfax, Va. 








‘57 Fords — 


(Continued from page 39) 


first goal on the salt was to destroy 
Pontiac’s claim to an assortment of 
dubious “endurance records” run just 
a few weeks before. This they did with 
ease —also clobbering the recognized 
Dodge records up to that point. The 
next big step was to improve upon the 
31,224-mile Dodge 14-day record. 

They did it handsomely by covering 
36,755 miles in the exact two week 
interval. Then, just to give the com- 
petition something tough to shoot at, 
Ford kept the endurance run going 
for 20 days, covering 51,430 miles at 
an average of 107.15 mph. These rec- 
ords were set by two closed cars run- 
ning: simultaneously on great black-line 
circles on the salt. The open-car records 
were almost equally impressive. 

To comply with FIA regulations all 
repairs during the runs had to be made 





Overflow pan and proper CO, fire 
extinguisher are refuel precautions. 


by the driver, using only tools and 
spare parts that were carried in the 
car. For this reason each of the Fords 
packed a load of assorted hardware 
that weighed no less than 200 pounds. 
But the results were well worth the 
extra drag. At one point, for example, 
Oakes snapped a drive shaft in mid- 
flight, far out on the course. Without 
delay he sprang out of the car in the 
six a.m. 42° F cold, got on his tee- 
shirted back and installed a new drive 
shaft, which he just happened to have 
along. That’s preparation. 

There were some incidents involving 
“cockpit failure,” some involving fail- 
ure of mechanical parts. One of the 
cars broke a couple of cam followers. 
Its quick-thinking driver snatched out 
the appropriate pushrods and finished 
that particular record-run on six cylin- 
ders. On two occasions drivers spun 





out on the course at high speed, but 
got their cars under control with no 
damage done. One driver, fatigued by 
the interminable grind, got off the 
course and came into the main pit 
with pieces of marker stakes impaled 
in his grille. The driver following him 
ran over the stub of a broken stake 
at about 130 mph and blew a tire but 
kept his machine under control. 

There was very little of the sort of 
trouble that you’d expect during 50,- 
000 miles of flatout record speed. There 
were no battery failuces, for example; 
that often treacherous component, the 


‘voltage regulator, was completely re- 


liable. On one of the hard-top cars 
the spark plugs were not changed until 
30,000 miles—about three times as long 
as they “should” have lasted. Engineers 
present were flabbergasted by this and 
by the fact that the well-worn Cham- 
pions still were highly serviceable. 


The cars burned no appreciable 
amount of oil but, at the speeds in- 
volved, large amounts of oil were 
thrown or sucked right out of the 
breathers, drenching the undersides of 
the cars. The only difficulty remotely 
resembling a “bug” was the consistent 
failure of rear axle oil seals, It was 
thought that constant cornering in one 
direction might be causing this by 
throwing oil against the outside seal. 

Running in the opposite direction 
was tried but this did not help. A 
likely explanation is that because the 
cars were always cornering, their dif- 
ferential gears were in constant opera- 
tion. This would generate heat which, 
in turn, would generate pressure in the 
unvented axle housings that could 
force the seals, 

This bug is not likely to occur in 
the course of normal motoring. But 
ring and pinion gear problems that 
have been all too common on recent 
Fords were totally absent on these '57’s 
in spite of the punishment they took. 
In fact, these latest Ford record-runs 
were a demonstration of reliability that 
any manufacturer in the world would 
be happy to claim. By way of illustra- 
tion, when the engine of the 20-day, 
51,430-mile record holder was torn 
down there was no significant bearing 
wear, just a shade over one thousandth 
of an inch of cylinder bore wear, and 
the machining marks on piston rings 
and skirts still were clear. 

Races and records are won on pit 
stops as well as on the course and pit 
management during the Ford runs 
was equal to the best grand prix 
practice, The 12-hour pit crews were 
in competition to score the quickest 
pit stop. This turned out to be 17 
seconds in duration; during this time 
17 gallons of fuel were taken aboard, 
a quart of oil added to the crankcase, 
































and drivers changed. A great deal of 
thought and teamwork went into these 
pit stops. 

Mobilgas provided the fuel and lub- 
ricants and had a 55 gallon drum of 
gasoline kept under five pounds of 
pressure by compressed nitrogen; a 
safety valve on the drum popped ‘at 
seven psi. A 50-foot hose, 114 inches 
in diameter, was used for filling and 
drivers learned that if they would roll 
into the main, pit at about seven mph 
the crew would have the car _ half 
fuelled before it came to a full stop. 

Accurate fuel consumption records 
could not be kept because a good gal- 
lon of gas was dumped on the salt 
during each frenzied filling operation. 
On the 100-mile record run, however, 
fuel consumption was about seven mpg. 

There were no female drivers this 
year and this had a morale-building 
effect in eliminating inevitable friction 
based on who did and who did not 
enjov the ladies’ favor. Ford imported 
a splendid cook who played an impor- 
tant part in keeping spirits high in a 
remote spot where comforts are few. 
Ford also made it a point to hire local 





Change of tires all around and front 
end service were rapidly accomplished. 


people as observers and aides. This built 
a strong sense of cameraderie between 
the locals and the visitors and gave the 
visitors the benefit of the matchless Salt 
Desert experience of old timers. 

The Ford record-runs were a study 
in doing things the right, professional 
way. The frosting on the cake was the 
handling of the event by USAC, under 
the direction of Art Pillsbury. In the 
presence of a special FIA representa- 
tive, Pillsbury and his crew of case. 
hardened Bonneville veterans demon- 
strated that they are the masters of 
scientific supervision and timing of 
events of this type. After the runs they 
did a typically scrupulous job of check- 
ing the disassembled record machines 
to verify their compliance with stock 
specifications. Needless to say, the fast 
Fords passed this test too. 

Griff Borgeson 








Rover — 


(Continued from page 3/) 


ground at Lindley have shown the car 
capable of lapping at well over 100 
mph with plenty of power in hand. The 
acceleration figures too, zero-60 mph in 
101% seconds, and zero-80 mph in 18 
seconds, indicate that the car is not just 
a high speed freak. 

No chassis details (other than the 
fact that the T3 has a De Dion type 
rear axle) have yet been released, but 
it can be assumed fairly safely that coil 


spring and wishbone front layout sim- 
ilar to the piston-engined production 
models is employed. Spare wheel and 
fuel tank are nose-mounted, and these, 
coupled with the weight of the front- 
drive differential unit, should help to 
balance the rather rearward installa- 
tion of the admittedly lightweight 
power-unit. 

Rover's statement that there are 
several problems yet to be solved and 
that a thorough test program must yet 
be carried through cannot blind any- 
one to the fact that there is nearly 
seven years’ development work behind 
the T3, and that the exciting “jet 
era,” at any rate for high performance, 
is just around the corner. 
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SPORTS CARS IN HI-FI 


A new 12” LP recording in superlative high fidelity of the sounds 
of some of America’s most potent sports cars idling, revving, and 
at speed. Almost a solid hour of the sounds of Jags, Ferraris, 
Maserati, Curtis, Austin Healy, MG, Mercedes, Allards, Lancia, 
Frazer-Nash, PBX, Lotus, Porsche, DB, etc. Recorded at one of 
America’s leading races with the finest of modern HI-FI equip- 
ment, this LP will make your loudspeakers tremble as you listen 
to the fantastic sounds of these great machines in action. 


$5.95 








still available 
SOUNDS OF SEBRING 


For the first time ever: a superb high quality 12 inch long 
playing record of all the sounds that make up America’s 
greatest sports car race. Over 60 minutes of interviews 
with the world’s greatest drivers . . . Fangio, Moss, 
Collins, Behra, Hill, Musso, Menditeguy, Bennett, Rubi- 
rosa, Portago, Parnell. The sounds of Ferraris, Maseratis, 
Jags, Aston Martins, Porsche, Corvettes, Lotus, etc. 
warming up, revving, roaring by at speed, coming out of 
corners flat out. The fabulous Le Mans start, pit activity, 
the fantastic sounds of Fangio shifting up and down as 
he makes the five mile circuit, and dozens of other re- 
markable on-the-spot sounds which are so exciting to 
driver and spectator alike. 


RLP 5001 $5.95 


use the handy coupon below 
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T-Bird — 


(Continued from page 25 ) 


tachometer are welcome, but the latter 
is hidden away on the lower left and 
could easily be relocated upwards. 

Another clever trick for an open car 
is incorporated in the radio control. Its 
volume is sensitive to car speed—allow- 
ing a louder setting for wind noise 
which diminishes in the quiet of city 
trafic. (No annoying blasting at traffic 
lights.) The right-hand side of the 
dash is basically unchanged, retaining 
its good-sized glove compartment. 

The driving position is generally 
good, and the big dished steering wheel 
is nicely angled. There’s just enough 
leg room and plenty of width, but with 
both standard and power-brakes there's 
a big level difference between acceler- 
ator and brake which can cause some 
discomfort. Although the rear 
mirror forms a forward blind spot, 
vision all around is adequate. 

Thunderbird development engineers 
are primarily interested in improving 
the ride of their “light” car, and to this 
end they were glad to move the pen- 
dulum weight of the spare tire back 
inboard. This has reduced pitching, 
and small bumps are well damped out. 
With the improvement in seating, the 
Bird’s space and comfort factors rate 
very high. 

Organization-wise the Thunderbird 
is now an independent Ford product 
and the car's structure now differs 
greatly from the wide, sketchy frame 
adopted for the low 1957 line. The 
heavily bolstered crossmember chassis 
is retained as is the coil front suspen- 
sion, After a digression to four leaves 
in 1956, the rear springs are back to 
five leaves again. Shocks are basically 
the same but incorporate new valving. 

A big change, and one which we 
were curious about, is the adoption of 
14 inch tires and _ safety-rim wheels. 
Unfortunately, these were carrying 
only standard pressure as we wheeled 
the Bird over the serpentine Ford 
handling course. The factory engineer 
was remarking on the superior handl- 
ing of the '57 car—we could just hear 
him above the anguished howling from 
the tires. 

To be fair, the T-Bird didn’t stick 
too badly, and the previously skittish 
rear end didn't act up at all. Under- 
steer was there in big quantities; the 
wheel having to be wound well over 
to hold the car on line. Front/rear 
stability is somewhat better than be- 


view 
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fore, but at the recommended pressures 
the overall traction is not outstanding 
and the car is somewhat of a handful. 
Power steering was welcome for all 
that twirling, and the Ford system is 
a good compromise between road feel 
and minimum effort. There are still 
vell over four turns to be made, 
though, and once the car is lost the 
only way out is an ejection seat. 

We didn’t pound the brakes too 
hard, but did notice that the powe1 
boost would be a worthwhile acces- 
sory. Pedal pressure was definitely high 
for the resulting stopping power. Brake 
drum diameters for 57 remained at 
11 inches, but a lining area increase 
is claimed as a result of widening the 
front secondary shoes. This seems to 
have stabilized the action of the self- 
energizing mechanism; a valuable step 
in reducing fade. 

Basic engine options start with a 
292 cubic inch V-8 for the standard 
shift version. This carries a 9.1 to one 
compression ratio and babbit mains 
and with a two-barrel carburetor de- 
livers 212 hp at 4500 rpm. If overdrive 
or Fordomatic is ordered, 312 cubic 
inches are supplied. This puts out 245 
horses at 4500 rpm on a 9.7 to one 
compression ratio, and copper-lead 
bearings are used, Holley produced a 
new low silhouette four-barrel carb for 
these cars which is exceedingly open 
and compact and challenges the fuel- 
injection boys for lowness. Its housing 
is the very thin replaceable-paper- 
element air filter; one wingnut takes 
this all apart. 





New transom treatment has expanded 
Bird trunk, but spare intrudes. 


Our engineering hack had the stand- 
ard Fordomatic combination, with the 
now-familiar floor control quadrant. 
Properly used, of course, this can hold 
the gearbox in each of its three for- 
ward speeds as long as desired. To 
review briefly, low is held by leaving 
the lever in “L” position. The shift 
to second is made by moving the lever 
to ‘D”, and that gear can be held by 
returning again to “L”. Finally, high 
is reached by going up to “D” again. 
Our Fordomatic linkage was set to 


upshift at roughly 4000 rpm which 
corresponded to 30 mph in low and 
57 in second. 

Sports Cars Illustrated’s test pro- 
cedure is to click the watch as the 
throttle is punched, which accurately 
reproduces real operating conditions. 
This properly penalizes the sloppy 
automatics, and in this case, the time 
from zero to 30 was a mediocre 4.9 
seconds, Using more extreme methods, 
our 1956 test produced a figure of 3.3 
seconds which the newer car, being 
all of five pounds lighter, should be 
able to duplicate. 

Allowing the box to shift for itself 
we moved on up to 50 in 9.3 seconds 
and to 60 in 12.7. With real clutches 
the Ford test drivers are running much 
closer to 10 seconds to 60, and de- 
ducting 1.6 seconds for the Fordo- 
matic’s bashfulness our time reduces 
to 11.1 seconds. This is a logical im- 
provement over last year’s 11.5 figure. 

With preview and test traffic glut- 
ting the proving grounds, higher speeds 
weren't possible, but the engineers 
estimate a reasonable 116 miles per 
hour top speed for the Bird. Through- 
out it all, the V-8 spun with a com- 
petent whir and dug in nicely when 
it picked up revs. A modified manifold 
and bigger intake valves contribute 
to this, as does a new camshaft, but 
idling remains dead smooth at 600 
rpm, The exhaust note is clean and 
not too blatty. 

At the last minute Ford has an- 
nounced two “Corvette Chaser’ engine 
options. The “special high perform- 
ance” and the “special extra-high 
performance” put out 270 and 285 hp, 
respectively. Compression ratios are 
9.7 to one and two four-barrels are 
clamped on. No fuel injection is 
hinted at, but it’s significant that Hol- 
ley has acquired all U. S. rights to 
the long-developed English Lucas sys- 
tem. This has powered the factory 
D-type Jaguars to some impressive 
performances lately, and is simple 
enough to be suitable for Detroit. The 
engineers admit that they’ve been 
working on it, but fuel economy is 
still a problem. 

Final refinements for 1957 include 
gas tank capacity up three gallons from 
last year’s seventeen, and a completely 
new rear axle with straddle-mounted 
pinion. Ford has kept an open ear to 
customer wants in this very specialized 
line and its product should now be 
well in tune with demand. Sales so 
far seem to be a function of produc- 
tion, anyway, the target for this year 
being 20,000 units and over, As a com- 
fortable, rakish, exclusive road ma- 
chine, the T-Bird is a nice package, and 
it’s farther from Sebring than ever. 

—Karl Ludvigsen 
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outlet to the oil cooier. Also in this 
area are the dipstick and the oil filler 
cap and breather. 

The big oil cooler lies flat in the 
valley between head and cylinder. Air 
from the belt-driven nine-inch blower 
at the engine front is fed into a plenum 
chamber at the top of the valley. It is 
simple, with this layout, to duct cooling 
air directly to the heads, while the air 
to the cylinders has to go through the 
central oil cooler first. 

This rig ensures that the heads and 
the oil cooler get the very coolest air, 
while the cylinders run somewhat warm- 
er to minimize piston drag. Warm air 
is easily exhausted at both sides of the 
engine. 

For all-around automotive use, AMC 
would probably fit a thermostatic shut- 
ter to the blower inlet. At present, it’s 
sufficient to bypass the oil around the 
cooler (by thermostat) until the oper- 
ating temperature is reached. The cool- 
er and accessories are so mounted that 
no external piping is needed for the 
primary part of the system which pres- 


sure-feeds all the crank journals and the 
three babitt camshaft bearings. Two 
tubes are needed at the back, though, 
to pressurize the single rocker shaft in 
each head. 

Yes, it’s a simple rocker-box layout, 
with a few new touches. The cast iron 
rockers have cyanided tips and a push- 
rod/valve motion ratio of roughly 1/1.5. 
They are drilled from their shaft hole 
to the concave pushrod socket, and thus 
carry oil to the compact hydraulic valve 
lifters. Though such oil in the push- 
rods apparently adds to the mass of the 
valve gear, it seems likely that it more 
or less stands still while the rods move 
up and down around it—and, in fact, 
it helps a lot to damp out pushrod 
vibrations. Installation of solid lifters 
and adjustable rockers would still help 

push the valve bounce barrier be- 
yond a modified operating rev range. 

Valves for each bank are placed 
line and inclined toward the engine 
center to conform with the wedge shape 
of the combustion chamber. Both in- 
take and exhaust valves are made of 
austenitic steel, and seat on very meaty 
Eatonite inserts. For fitting, these are 
cold shrunk while the head is heated. 
Present port diameters at the inserts are 
1.31 inch for the intake and 1.06 for 
exhaust. There's plenty of space here 
for gouging out. 

The pressed-in cast iron valve guides 
are flanged at the top to form working 


surfaces for the single valve springs. 
Lots of room here too for stiffening up. 

Wedge-shaped in cross-section, the 
combustion chamber has a modified 
heart contour in plain view. The point 
of the heart is at the thick end of the 
wedge, and a rounded pocket at that 
spot faces the spark plug toward the 
swirl of the incoming charge. It’s a 
for medium speeds, at any 
rate, and is now operating at a com- 


good shape, 


pression ratio of 7.5 to one. Die casting 
will eliminate any need to polish the 
stock chamber surface. 

The intake ports are siamesed ver- 
tically at the center of the head, and 
a Cast passage moves inward from their 
junction to a simple Y manifold at the 
engine center. To make die casting pos- 
sible, an access hole roughly two inches 
in diameter is cast above the junction 
in the top surface of the head. It would 
be a cinch to pipe in a single carburetor 
here for each bank, and there may even 
be enough room to de-siamese each 
head. Porting below the normally sealed 
hole is big and clean, while the duct 
leading inward is a long and narrow 
rectangle, clearly intended to impart 
some heat to the incoming charge. 
[his comes from a single Carter Type 
AS carburetor. 

As yet unconnected by any standard 
manifold, the rectangular exhaust ports 
emerge from the ends of the 

(Continued on page 50) ) 
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No other car at ite price 
cah match it-or catch it- #26026 


Disc Brakes 

High-Port Cylinder Head 
110 miles per hour 

100 horsepower 

0-50 mph in 8 seconds 
Up to 30 miles per gallon 


with family convenience 


STANDARD-TRIUMPH MOTOR COMPANY, INC 


Combines sports car performance 
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ITS THE NEW 1957 


TRIOMPH TR-3 


Write for free brochure and list of dealers. $2625 plus tax and license 
at U. S. ports of entry. Wire wheels, rear seat and hard-top extra. 


-* 122 EAST 42no0 STREET, NEW YORK 17,N_Y. 
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captured for all 
time in HIFI 


HEAR 
AND 
THRILL TO 


THE EXCITING 1956 WATKINS GLEN 


To freeze forever the shriek of racing exhausts, a skilled crew tape- 
recorded the 1956 Watkins Glen Grand Prix Classic. On one side of 
the resulting record you go to tech inspection and meet the Grand 
Prix winner, while the other side brings you the ear-splitting and soul- 
shaking music of the race. 


12” L.P. RECORDING X 140 WITH ILLUSTRATED NOTES 


FOLKWAYS RECORDS 
117 W. 46 ST., N. Y. 36, N. Y. 


Send me _ copies at $5.95 each. 

Enclosed you will find $ a . | understand the records will be shipped to me postpaid. 
NAME_______ = ‘ ne bea as Set Se 
ADDRESS___ 
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This is a real challenge to the header 


builders, who'll have to use their ima- 
gination. 

Ignition for the military version is 
all heavy-duty and specially shielded. 
Coil and distributor are combined by 
Auto-Lite into one unit called an 
“ignitor”, which is vertically driven 
from the back end of the camshaft. 
Spark plug size is 14 mm., and the 
cylinder head threads are armored by 
Heli-coil inserts. 

The back end of the crankcase is 
fitted with a circular steel plate, to 
which clutch housings are bolted. At 
present, a cast-iron flywheel, roughly 13 
inches in diameter, is carried. The pack- 
age size of the entire engine unit is an 
approximate two foot cube. Weight, ex- 
clusive of generator and starter, is about 
200 pounds. This shapes up as a very 
attractive and versatile power package 
which, with its modest 62 horses, would 
be almost ideal for an “American VW” 
It’s valid to infer, from its rugged light- 
ness, that is would be an equally good 
basis for an “American Porsche” 

Obviously, as in the VW, the power 
is deliberately restricted by the very 
modest provisions for breathing, and 
the peak output is obtained at 3500 
rpm. The torque comes in between 
1600 and 1800, and has a notably flat 
curve contour. It’s not held to these 
figures by bottom-end or valve gear de- 
ficiencies, though, 4400 rpm being reg- 
ularly reached on the dyno. A_ pilot 
installation in a Metropolitan operates 
within a 5000 rpm limit, and a few 
modifications from standard, as outlined, 
should result in a very “revable”’ unit. 

Frankly, though, as we write the pro- 
duction picture is far from clear, We 
think that the Marines should jump for 
this and hope that they do, since that’s 
about the only way it'll see quantity 
output in the very near future. Indus- 
trial and automotive uses would back 
up such an order, and American Motors 
representatives have indicated an eager- 
ness to cooperate with the sports car 
movement when the time comes. 

If you already have the urge to cast 
up a new head for this bomb (you need 
only one pattern), or to start lopping 
off those cylinders, we suggest that you 
drop a line to the Special Products 
Division, American Motors Corporation 
in Detroit, and let them know how 
much it would mean to us to have a 
raft of these V-4’s to do exciting things 
with. If development is arrested, we'll 
have missed the very best bet yet. 


—Karl Ludvigsen 
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It took Mr. 
son of a 


Lyons’ four wheeled 
sidecar some time to make 
good the boast implicit in the Swallow 
Sports appellation. First move in this 
direction was made in 1933, with the 
announcement of an open four-seater 
with new souping adjuncts to the 
ordinary L-head 21% liter engine. 
Then in 1935, about a year after the 
recruitment of a 
engineer called W. M. SS 
precedent swept aside as they 
launched a car that was as fast as it 
looked. The SS90, as it was called, was 
a hairy sports two-seater with a pur- 
poseful, sawed-off look and a top speed 
that just about corresponded with the 
numerals after its 


young Humber 
Heynes, 


was 


name. 

Heynes, later to become famous as 
the man mainly responsible for the 
design and devolopment of the XK 
engine had been assigned the task of 
giving the old L-head movement a 
fresh childhood, and at that, a more 
vigorous one than any of its previous 
infancies. In this, by dint of a still 
higher compression ratio, specially de- 
signed cams, ignition modifications, a 
special crank, etc., he succeeded. The 
resulting 90 engine, with an output 
of somewhere around 86 bhp became 
the heart of the first SS with a valid 
claim to the designation of sports car. 

The Ninety’s span was brief, how- 
ever, for less than a year after its debut 
the whole range of SS auto- 
mobiles was tossed into the melting 
pot, and there emerged new shapes, 
new conceptions of performance, and 
a new family name—“ Jaguar’ — that 
was destined for a history making role 
in every part of the motoring world. 

Bound up with this event is a story 
that illustrates the sort of loyalty and 
service that William Lyons, then aged 
only 33, expected, and got from his 
key men. A month or two in advance 
of the 1935 Olympia show, at which 
the hush-hush ohv Jaguars were sched- 
uled to make their bow, he called all 
department heads into conference and 
demonstrated by charts, statistics and 
a desk calendar that their pre-show 
timetable was impossible to achieve 
unless they were willing to forego per- 
sonal liberty practically 100 percent. 


almost 


This, he suggested, might be easier 
if they could make themselves imagine 
they had been convicted of heinous 
highway offenses and jailed. They 
tried his self-hypnosis prescription and 
it worked. 

Up to and including the show—into 

(Continued on page 52) 





MARION’S MEANDERINGS 


By MARION WEBER 


Just in case you goofed and somehow missed 
getting a tiny gift for someone, I've picked out 
some of our special extra ‘‘Late Buyers Gadgets’’ 
which we can rush postpaid to you for putting 
in that Xmas stocking. Hurry, though. For in- 
stance: If He (or She) is an MG Owner, (Bless 
‘em), get #1, a bright chrome plated steering 
wheel medallion to replace the stock painted 
one. It would be 
greatly appreciat- 
ed, (at only 
$2.95). The Me- 
dallion is a good 
companion item 
for Starwheel 
spoke plates 
which give the 
appearance of a 
competition wheel. 
They snap on 
without tools and 
ore extremely 
good - looking in 
mirror chromed 
metal Cost 
$2.95 spe- 
cify item 72 on 
the coupon. TILL 
XMAS ONLY . 

Both for $5.56 


SRAND 
PRIX GLOVES 


Of course, you 
have probably 
seen our ads on 
Italian Driving 
Gloves, but if you 
haven't ordered 
we can rush you 
a pair for yourself or a friend 
Greatest . and only $7.95 per pair. 
Men's 712-10, Women's 61/2-7'/2 





. The 
Sizes: 


Give your car something it will really appreciate 
this Christmas . . . an MG Mitten . . . the tailored 
car cover which will protect its finish and top (if its 
a convertible) from the aging effects of the weather. 





} $17.95 Lightweight Canvas 
\ $24.50 Duralin (Not 
| Plastic) Water repellent 


[] MG Mitten 

[| Healey Hugger 
{_] Triumph Tunic 
_| Jaguar Jacket 
_) VW Vest 

{_] Corvette Cap 
[| Thunderbird Tepee | 


on oa 


$22.95 Canvas 
[ $29.50 Duralin 
|} Mercedes Muff 

|} Ghia Gown 














[] SENSATIONAL DUFFER COAT. 


thing terriffic. An absolute necessity for the own- 
er of an open car or a sports minded fan who 
| expects to be in the open this fall and winter. 
Fully lined, 100% wool, beautifully tailored and 
extremely practical, the Duffer Coat is snug and 
warm yet allows freedom of movement. Fastens 
by pegs and ropes and has a detachable fou! 
weather hood. All in all, the greatest auto gar- 
ment we have come across since we bought our 
first Stutz Bearcat. Please circle choice. 


This is some- 


Color: Came! Navy 

Gal's sizes: Small, Medium, Large. 

Men's sizes: Small (34-36) Med. (38-40) Large 
(42-44) Extra Large. Price: $29.95. 


All items postpaid if remittance accompanies order 


MG MITTEN 
Box 121 Dept. S-! 
South San Gabriel 


CUmberiand 3-1410 


Calif. 
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; Please send me a 
! . 
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i Address 

! 

' City Zone 

§ California residents please add 4° 
1 |} Please send me the latest MG 
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Year 


Check Money Order 
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e EASILY BOLTS-ON 

: YOUR CHASSIS!... 

e (See COLLIER’S Sept. 14) e 

i Beautiful FIBREGLASS gives sports car 2 

@ styling and performance at FRACTION OF USUAL COST FREE . 
. 

P $295 SABRE—fits Crosley, Fiat or any 78-82” Wb INFORMATION e« 

$ $495 SPEEDSTER fits Ford, Chev, Jag & all 90-104” Wb ph fy 4 

$ ALMQUIST ENG. © DEPT.SC1 © MILFORD, PA. $ 
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Specialists in Service for 
Jaguar - MG & Austin-Healey 
Now Specializing in 
LANCIA 


OSSIE & REG 


2800 So. Crenshaw, Los Angeles 
RE. 2-0470 




















SWANSON SHOCK 
ABSORBERS 


on 90% of all Indianapolis Cars 
Special shocks available for 
stock cars—Sports cars 
midgets—dragsters 
JAGUAR OWNERS 
Eliminate steering wheel 
shock and bottoming of 
springs on gear changes. 
A. J. SWANSON CO. 
1526 N. Ivar, Hollywood, Calif. 
Phone: Hollywood 5-2612 
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“HARCO” Austin Healey 
Exhaust Modification Kit 





to the 
low tail pipe 





The “HARCO” modification kit con- 
sists of a 15/8 tube with fitted brass 
collar, flex tubing, clamps, template 
and instructions. 


The exhaust tip and brass attaching 
screws are chrome plated. The flex 
tubing is RUST & CORROSION 
PROOF STAINLESS STEEL. 

Complete kit, easy to install $15.95 


HARCO MFG. CO. 


18162 Malibu Rd., Ma'ibu, Calif. 
Calif. sales add 4% 











SPORT CAR JEWELRY 
in Beautiful Sterling Sie 


blems are: Jaguar—1%e” x 7%”; MG—1%” x 14%”; 
VW—114” x 1142”. 


Check Desired Order Below 
Jaguar MG vw 


Bolo $10.00 
Charm 5.00 
Cuff Links 11.50 
Tie Clip 6.00 
Key Chain 5.50 
Ignition Key 

(give key +) 7.50 
Charm Bracelet 

& one emblem = 8.75 


Prices include tax and postage 


Peter Bardouna, IJuc. 


1821A Laurel Street 
South Pasadena, California 





These handsome, authentic Sport Car Jewelry Em- 
blems, are made of high lustre, sterling silver. 
Packed in a beautiful plastic case, they are per- 
fect for gift-giving. The actual size of these em- 
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which the just completed Jaguars 
scraped by the skin of their fangs— 
they stood up their girl friends, risked 
marital feuds by routine absenteeism 


_ from home and hearth, gave the go-by 
_ to every kind of evening and weekend 


recreation—from movies to beekeeping. 

After Olympia shut vhey called a 
conference on their own account and 
asked Lyons.to sign an order for their 
release. He was sorry, he said, but he 
couldn’t. Thanks to their efforts, the 
new cars had created a demand that 
would strain production resources to 
a breaking point. From now on he 
doubted whether anyone of conse- 
quence around the plant would even 
get time to sleep. 

The stir the early SS Jaguars made 
surpassed the Sexy Six furor of four 
years back. Lyon’s company, reorgan- 
ized as SS Cars Limited, now enjoyed 
full manufacturing status. rather than 
just being an assembly shop that 
housed somebody else’s chassis in its 
own fancy body. Its steadily waxing 
prosperity since 1931, moreover, had 
silenced the wishful prophets who said 
you couldn’t build up a stable and 
permanent car business around a 
motorized boudoir. 

Lastly, but most important of all 
in terms of widened sales appeal, the 
Jaguar was every inch a real car, sound 
mechanically from bumper to bumper 
and with a sobered up styling for the 
breadwinning sedan models which 
looked like a very passable imitation 
of certain custom-built Bentleys. 

First of the ohv engines was a six 
measuring 73 by 106 millimeters, 
known loosely as a 21% liter, but in 
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fact, displacing 2663.7 cc. As in the 
old L-head Standard unit, the accent 
was on bottom-end rigidity, and the 
beefy crank was supported on seven 
main bearings. The valves were verti- 
cal and all ports separate—twin S.U. 
carburetors feeding initially into a gal- 
lery cast in the cylinder head. 
Harry Weslake. the well-known 
authority on combustion and porting 
problems, who was later to play an 


important part in XK _ affairs, was 
called into consultation in these de- 
partments. In the “little touch of 


Harry” there evidentally dwelt some 
of the genius of Weslake’s Shakesper- 
ian namesake, because the engine de- 
veloped the satisfactory output of 102 
horsepower. Although not outstanding 
for flexibility, it did its work with a 
likeable smoothness so long as the 
revs were kept up. 

Manufacture of this mill complete 
with the highly desirable four-speed 
synchromesh gearbox that was married 
to it, was farmed out to Standard. For 
the rest, the SS people themselves pro- 
duced all Jaguar components that 
came within the normal scope of a 
non-specialist plant. 

William Lyons had always had a 
flair, amounting to brilliance, for eco- 
nomical engineering production; and 
as usual it enabled him to undersell 
his rivals when the first Jaguars broke 
loose. At a big roundup of dealers 
and motoring writers, staged at a 
swank London hotel on the eve of 
the announcement of prices for the 
new cars, he 
tributed 


had paper blanks dis- 
around the tables and_in- 
vited his guests to write down their 
realistic estimates of a selling price 
for the 214 sedan he had just un- 
veiled. Average of the figures turned 
in was $200 above the mark already 
decided on—an overshoot of 
17 percent. 

With just one exception the over- 
head valve SS’s were totally new cars. 
The exception was the two-seater 
sports job, which progressed from SS90 
to $S100 rating with practically no 
change that you could see without 
lifting the louver-slashed hood. The 
same held good when, in the fall of 
1937, a 31% liter engine was offered 
as an option to the 214 in the 100 
model. Generating 125 bhp and _ har- 
nessed in a stumpy little chassis with 
a wheelbase of only 104 inches, this 
mill marked the end of the pendulum’s 
swing from the days of the elongated 
and underpowered Sexy Six. 

Neither of the 100’s—21Y%4 or 31% 
version, was a phenomenally fast car 
(not in stock form, anyway), which 
isn’t surprising when you consider its 
peculiar length/width ratio and the 
fury of the aerial disturbance that its 


around 


























assortment of angles, pockets and pro- 
jections must have set up at anywhere 
over 80 miles an hour. 

In this respect, of course, it was 


neither worse nor better than other 
typical sports cars of the Thirties. With 
a power/weight ratio of better than 
125 horsepower per ton, on the other 
hand, the 314 variant was certainly no 
loafer from a standing start up through 
the closely spaced gears; and this, com- 
bined with a high degree of manoeu- 
verability in tight turns (the natural 
outcome of a short wheelbase and 
good steering lock), made 

able opponent in rally tests. 


a formid 


Moreover, it opened up new fields 
of self-expression for young men who 
had always known they were Malcolm 
Campbells in everything but income. 
Before the coming of the larger en- 
gined 100, cars capable of a genuine 
100 plus mph in highway trim had 
been the preserve of a tiny coterie 
born to Bentley, Lagonda and Frazer- 
Nash standards of wealth. Now, three 
figure motoring became available at 
somewhere around half of Frazer-Nash 
prices. 

On racing, meanwhile, William 
Lyons had made his company’s posi- 
tion clear: they weren't touching it. 
If private owners wanted to race at 
their own expense, good luck to them, 
but any form of official support was 
out. Once, this policy had a droll re- 
percussion. An SS100 privateer, one 
F. J. McEvoy, entered himself for the 
Marne Grand Prix, which was a sports 
car affair that year. The SS advertis- 
ing départment, it is to be presumed, 
had never heard of either McEvoy or 
the Marne G.P.; so when a cable 
brought tidings that Mac had won 
his class in the Marine Grand Prix, 
they promptly transcribed it into an 
ad, not forgetting to dot that inter- 
loping “i”. For weeks afterwards the 
company was receiving letters asking 
for details of SS speedboats, 

The highest speed recorded by a 
314 SS100, except perhaps in short 
bursts and without independent veri- 
fication, was 118 mph for a lap of the 
old Brooklands track. This was in the 
course of a race that the 100 in ques- 
tion won at an average of 111.85 mph 
over a distance of around ten miles. 
Distinctly faster than standard § (a 
regular 31% liter 100 would hit about 
105 mph), the 118-lapper was running 
an ultra-high compression and using 
racing fuel. 

In spite of the care taken in the 
design of the pushrod ohv engines 
to avoid local hot spots—water being 
directed specifically at the plug bosses 
and exhaust valve seats, one of their 
few vices was a self-igniting tendency 
after switching off. This was a fault 


also common to the corresponding 
four-cylinder (11% liter) engine, like- 
wise with pushrod ohv, that came 
simultaneously with the Heynes de- 
signed sixes. The fault was probably 
caused by using a higher compression 
ratio than pre-war gas warranted. The 
sedans and convertibles suffered — or 
rather, their owners did — from exces- 
sive under-hood temperature which 
transmitted itself back through the 
firewall and pedal board and kept 
fried soles permanently on the menu. 


At all clips above eighty the 314 


liter 100 was quite enough of a hand- 
ful to keep the average driver preoc- 


cupied. The frame, as well as being 
too short for the car’s speed capability, 
was somewhat lacking in rigidity; also 
the vane type of spring dampers fitted 
were inadequate for their job. An ex- 
perienced and adroit operator, on the 
other hand, was able to make proper 
allowance for such shortcomings, as 
was seen when an SS gave the best 
performance by any British car in the 
1938 Alpine Trial and repeated this 
score the following year in the Monte 
Carlo Rally. 

Who thought up the name Jaguar? 
I don’t know, but the hunt that lead 
to its adoption was instigated by Lyons © 

(Continued on page 66) 
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AVERAGE SPEED 
CALCULATOR 


\ ft) Nearly the last word for Rally 
computing . . . Average Speed, 





unknown) is read directly on a 5'/2‘' 
engraved machine-divided celluloid 
dial se Price $4.50 


NO mathematical knowledge needed! 


Average Speed Calculator Mk Il....$7.50 
Tho designed for race timing the 8” dial gradyated 
in minutes and seconds is preferred by many rallyites 
because of greater ease and accuracy in reading. 


BOOKS ON RALLIES 


RALLIES & RACES by Gatsonides $4.50 
RALLIES & TRIALS by Davis : $3.50 
MONTE CARLO RALLY 2.25 


RALLYING TO MONTE CARLO........*Crouper 4.00 
RALLIES, TRIALS & GYMKHANAS $5.00 


For Beginner or Expert. So thoroly complete and well 

written that it's good reading for even the casually 

interested. The ONLY book on the subject 
Abbreviated Table of Contents 


WHAT IS A RALLY © YOUR FIRST @ IT’S A TEAM ® 
AVERAGE SPEEDS © TIMEPIECES © ODOMETERS @ 
MAPS © COMFORT © 12 TROPHY TIPS ® REGU- 
LARITY © NIGHT RUNS ©® THE BIG LEAGUES ®@ 
GIMMICK RALLIES © GYM-KHANNAS © TRIALS ® 
CONCOURS D‘ELEGANCE © SPORTS CAR RACING @ 
STAGING A RALLY © RALLY PLANS @ EQUIPMENT 


or Stele), ii -je]e). 4. 


STARTING FROM SCRATCH $1.00 
Sequel to Pit Stop. Another hilarious racing cartoon 
book by Artist Raymond Groves of Autosport. 


ROUND THE BEND with Brockbank... $2.00 
Britain's best draws for motoring fun & laughs. 
UP THE STRAIGHT $2.00 
Brockbank’s second. Funnier—if possible. 

OVER THE LINE... $2.00 

Brockbank’‘s Latest and Funniest 

ALL 3 Brockbank books $5.50 
BADGE BAR BLUES—by Dick Strome $1.00 


Depicts the TRUE Sports Car Enthusiast from the first 
bite of the bug to the ultimate HERO DRIVER. 
COMIC COMBO—All 5 Car-toon Books $7.00 





Mercedes-Benz 


Accurate 1/32 scale plans + partially shaped wood 
block + detailed grille, louvres, simulated wire 
wheels, tires, axles, etc. + hours of interesting work 
result in a true replica like the Mercedes-Benz shown. 
Finished Models are 4” to 534” long. 

KITS AVAILABLE $3.50 each ppd 
1938 MERCEDES-BENZ 3.3 Litre BUGATTI 
ALFA-ROMEO TYPE 159 MASERATI SPORTS 
AERODYNAMIC H.R.G. JAGUAR XK-120 
GRAND PRIX ALTA E-type E.R.A. 


Write for FREE list of Modellers Books, Plans, Kits. 


OBOOKS.. 


RALLIES, 


Time or Distance (whichever is 


. 2708 B Magnolia Bivd., BURB 


RACES & REPAIR 
PRESS ON REGARDLESS 
= 


A corker of a novel about sports 
R car people and a gal who builds a 
ESS i cor in her bedroom among other 
REGARD); things. DON’T MISS THIS ONE! 
_ Price $2.95 
HIGH PERFORMANCE 
CARS 1956-57..... .$2.00 
Eagerly awaited annual giving 
technical details, road tests and 
marvelous drawings of the really 


high ovtput cars including two 
GP models. 


BRITISH CAR REPAIR DATA 


SERVICE DATA SHEETS ... SS ae 











ore printed in England for independ- J Nien dO 
ent mechanics with approval of the Z airy 
mfr. Each set consists of 8 81 x ’ asaies 
11*° pages for overhaul & mainte- ap SALE: Se 
nance of Engine; Ignition; Clutch; Sa ot ar’ 


Gear-box: Axle; Brakes; Steering, - a 
etc. Wiring & Lube charts plus many 2 mp aa 
sectioned drawings. 


DATA SHEETS FOR CARS . . . PRICE $1.50 each 


Austin A-40 Devon... #148 | Jowett Jupiter #208 
A-40 Somerset #193 | MG TC Midget #155 
A-40/50 ('54-55) #231 TD Midget #192 
A-70 & A-90 #175 TF Midget #233 
Healey 100 #214 Magnette (ZA) #223 

Ford Consul-Zephyr..##184 | Morgan Plus 4 #194 
Anglia-Prefect ......4£130 | Morris Minor #167 
Ang.-Pref. ‘53-54. #224 | .. Minor ohv pay 

Fiat 500 #33 | Riley 21/2 litre #153 


‘ ‘ on 
Hillman Minx (‘49). #158 | | ee paeie 9490 pb 
Minx Mk 4 & 5......£190 | Renault 750 #205 
Minx ‘55-56 ohv #247 | Singer 1500 Rdstr.....2£215 
Jaguar XK-120 #185 | | Sunbeam-Talbot 90.177 
Mk 7 #197 | Sunbeam Alpine #235 
XK-140 #241 | Triumph TR-2 #221 


COMPONENT DATA SHEETS . PRICE $1.00 ea. 


Component Data Sheets are similar to the ones for 
cars but cover purchased ifems used by monvufacturers. 
tockheed Brakes 232 | Borg & Beck Clutches....238 
Laycock Overdrive 226 | Spicer U-joints 230 
SU Elec. Fuel Pump 228 | Solex AIP-2 Carbs 234 
AC Fuel Pumps (WE)....250 | Stromberg ‘**D’’ Carbs..248 
SU type H-R Carb. 236 | Zenith Z-type carb 242 
AC Fuel Pumps Y, T, U..240 | SU Carbs General 246 


M G MAINTENANCE 


M. G. WORKSHOP MANUAL $7.50 
NEW edition tells how to overhaul your MG from 
bumper to tail light. Factory man covers 1930 to TF. 
TUNING & MAINTENANCE OF MG’‘s $4.00 
More tuning than maintenance. By a top British MG 
tuning expert. Fine complement to the Workshop Manual. 
SPECIAL MG ENGINE TUNING $1.00 
Factory published booklet gives part Nos. and hi- 
performance tuning procedures for all XPAG engines. 


MG TD-TF SHOP MANUAL $5.50 
MG “A” SHOP MANUAL $5.50 
MG MAGNETTE (ZA) SHOP MANUAL $5.50 
MG TC OWNERS HANDBOOK $2.50 


Factory manual delivery subject to stock available. 


OTHER SHOP MANUALS 


AUSTIN HEALEY 100 $8.50 
CROSLEY (all Models) $6.00 


These factory manuals are darned hard to get and 
delivery is subject to stocks available. 


In California PLEASE add 4% tax on all orders. 





, CALIFORNIA 
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Let POPULAR PHOTOGRAPHY’s in pte wincratt’ of Secon? pe a 
special Indoors 'ssue show you how to ; “obsolete” at - rocket, speeds?. , . 
turn your kitchen, living room, den—any * “famous test pilot gives. his candi f'op' 
part of your home—into a perfect spot -- about the future of high s 


for photographing the family. You'll en- «the soning ie a Say 
joy this roundup of picture-taking ideas. miss it! =. 

Buy your copy of January POPULAR pate Se 
PHOTOGRAPHY. 


_ ON SALE DECEMBER 20 


POPULAR “=” 


JELECTRONICS 




















How does the scream of a jet engine 
affect the construction of the plane itself? 
Noise damage is being extensively re- 
searched by engineers, with the aid of 
specially-built electronic equipment. 
Read about it in January POPULAR 
ELECTRONICS. 
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DKW — 


(Continued from page 45) 


called the transfer port, is uncovered 
and through it enter a fresh charge that 
has just been pressurized in the crank- 
case by the downward stroke of the 
piston. And so goes the two-stroke cycle. 

The lower-end bearings and cylinder 
walls are lubricated by oil mixed with 
the fuel. The “petroil” mixture is cre- 
ated simply by pouring both the oil 
and the gas into the same hole in the 
proper proportions, a procedure which 
evokes an occasional raised eyebrow or 
pitying smile from service-station atten- 
dants. The engine is evidently fairly 
insensitive to variations in oil “weight” 
or viscosity—some of the factory litera- 
ture recommends SAE 30, some SAE 40 
or 50 — and this suggests that the 
owner needn't worry unduly about 
maintaining the precise proportions of 
oil and fuel. 

At each revolution of the crankshaft 
the bearing surfaces get a fresh supply 
of clean oil. Cold starts, a major source 
of wear for four-stroke engines, are no 
problem with the two-stroke; the more 
you choke it the more lubrication its 


critical bearing surfaces receive. In 
spite of its apparent simplicity a lot of 
costly machine work goes into the well- 
made DKW engine. 

Like some of the better Bugattis, the 
3-6 uses a built-up crankshaft with 
disk-shaped webs between each throw, 
each disk acting as a small flywheel. 
This construction permits the use of 
one-piece con rods running on roller 
bearing big ends, plus ball-bearing 
mains. 

At idle the two-stroke cycle is typic- 
ally rough. Engine breathing is irregu- 
lar, the engine rocks and the exhaust 
note putts arhythmically. This is the 
most immediately noticeable difference 
between the engine performance of a 
DKW and a comparable four-stroke 
car. But as as you open the 
throttle the engine smooths out to a 
degree that is rarely encountered in a 
four-stroke. 

The engine is smooth as silk and the 
only sound you hear is a faint, pleas- 
ant, singing whirr. It revs with remark- 
able freedom and the whole car rolls 
along with a frictionless, ball-bearing 
feel; there are no signs that it’s begin- 
ning to work until about 75 mph or so. 

This suppleness and ease of func- 
tioning are particularly apparent in 
the higher gear ratios; the engine can 
be wound tighter in the lower ratios, 


soon 


and when it begins to approach the 
limits of its revs it vibrates hard, An 
other time you're acutely aware of vi- 
bration is when you're using the engine 
as a brake. 

Che throttle response of the 3-6 en- 
gine is excellent, its pulling power is 
very good for cars of its class, and we 
experienced no hint of plug 
fouling or any other trace of tempera- 
ment about the engine. The exhaust is 
clean, and only rarely is there a little 


spark 


puff of blue vapor to remind you that 
petroil is in the fuel. In our experience 
petroil mileage reached a low of 23.4 
mpg during the very hardest top-speed 
and acceleration runs and a high of 
31.2 during light city driving. Some 
owners report 35 mpg on cross-country 
trips, using free wheeling. 

In the frame of reference of the 
light-car class, the DKW is superior to 
many in finish, space and appoint- 
ments. The coachwork is very 
and the quality of the total package 
is testified to by the unusual guarantee 
coverage: six months or 6000 miles. But 


good, 


these virtues notwithstanding, its our 
opinion that the biggest appeal of the 
3-6 will be its sheer uniqueness. For 
the driver who wants a car that’s dif- 
ferent, both in engineering and han- 
dling qualities, this is it. 

Griff Borgeson 









Give the deserving husband 


at Christmas 
a HALDA SPEEDPILOT 


the tree. 


Order today 
for Christmas 


Delivery. 


Or your nearest sportscar dealer 


Solve his gift problem, give him something he does not have, but 
would love to own... a HALDA SPEEDPILOT. Put his HALDA beneath 


SPEEDPILOT, proven at Monte Carlo, the accurate average Speed 
Computor. The most revolutionary development since the speed- 
ometer, fits any car, easy to read, so easy to install. 


An absolute must for the rally enthusiast. 


146 East 47th Street * New York 21, N.Y. © RHinelander 4-3205 
United States Distributors for Halda Speed Pilot 
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Porsche — 


(Continued from page 19) 


to cop the under 1500 Sports Car class 
at the National Drag Races in May 
and beat out a 2,500 cc Hudson Italia 
(how he got in my class is a mystery) 
for the trophy. 

Platinum point spark plugs are a 
must. The great variation in operating 
temperatures from cylinder to cylin- 
der as well as in town and country 
driving practically demands them. One 
tip: use the gaskets from Bosch plugs 
on Lodges. Get the right reach and 
range from the comparison chart. Do 
it yourself—there are many combina- 
tions and confusion is easy to come by. 
The rest of the ignition is wonderful. 
Let it alone. Just set the points for the 
gap called for by the spark plug manu- 
facturer—it’s on the wrapping paper. 


Going Under The Skin 


Carburetors are not interchangeable 
on the manifolds between engines, but 
manifolds are. Therefore, to put Super 
carbs (PBIC 40) on the less powerful 
model one must merely rout out the 
intake ports in the heads to the pat- 
tern furnished by a Super manifold 
gasket and bolt the works on. This 
is a natural path for the person who 
is used to dropping a couple of 97's 
and a dual set up on to a V8, but the 
sticker with the Porsche is the cam. 

One really needs the duration of 
the Super cam to take advantage of the 
bigger jugs. If your purse is not feeling 





that well, try this: Get the 26 mm 
venturis from either the 32 or 40 carb 
and replace your tiny 24’s. If the 40’s 
are the only ones around (usually the 
case) it is necessary to turn down the 
outer diameter to 32 mm. No harm 
done. This, with the richer jets, will 
give you more carburetion for accelera- 
tion and top speed but will play hob 
with gas ecoromy. Cost: $1.60 each 
plus machining. 

Increasing the valve spring tension 
will help at the top end and the pro- 
cedure is the following: Remove heads 
and check spring tension and com- 
pressed length. Factory advice is for 
83 pounds and 1 %@ inches on the 
outer springs, 34 pounds and | 
inches inner. Set this and then add 
one spacer. The spacers are .020 of an 
inch thick and are available from all 
Porsche parts houses. 

Valves are as big as possible now and 
the ports are fairly clean. However, 
careful polishing will help a great deal. 
As an aside to those who may have 
worked on cast-iron blocks exclusively, 
this is skilled labor, because it’s all 
aluminum and easy to ruin. 

For something between the regular 
and Super cam, Ed Iskenderian grinds 
a moderate lobe for around $40 ex- 
change. The Super retails for a rough 
$70 but it’s vital to go the route for big 
jugs when you install this baby. A look 
at the valve timing chart will tell you 
why. The Continental actually out-per- 
forms the Super at low speeds up to 
about 3,000 rpm because of the cam 
characteristics, but from 3,500 on up 
the Super’s dwell makes it no Contest. 


Go Super 
If these things don’t keep you up 
with the Joneses you can go completely 


Beautifully ribbed internally, crankcase splits in two halves with cover for front. 
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Super (either 1500 or 1600) in this 
fashion: Remove engine. Disassemble to 
crankcase, take .040 of an inch from 
bottom of barrels where they join the 
case, being extremely careful that the 
new surface is exactly parallel with the 
top of the cylinder. ‘Take a like amount 
from the pistons at the relief on the 
crown and out of the valve recess. This 
will result in an increased compression 
ratio of about 8.1 to 1, depending on 
the combustion chamber volume. This 
volume is marked on the center of each 
head, incidentally, and if one head is 
spoiled, be sure that the new one 
matches the old. 

Rout out the intake ports for Super 
manifolds, attach same with carbs, ex- 
change for hot camshaft, refit engine, 
and you'll have a Super in everything 
but assembled crank. The latter is a 
doubtful blessing in many minds, any- 
way. One Super which races quite suc- 
cessfully has been de-tuned to the ex- 
tent of installing the plain bearing 
crankshaft. Full price will be: approx- 
imately $300 minus whatever you can 
get for discarded parts—probably $75. 


Bore Vs. Stroke 

For some, greater displacement is a 
lure. Let it be said here and now that 
running a boring bar into these cylin- 
ders is not in the cards, There is plenty 
of metal, but there is no access to metal- 
lurgy. The composition of barrels and 
pistons is a closely guarded secret and 
they come only in pairs, so abandon 
the thought of running about a quar- 
ter of an inch bigger. However, the 
crank can be stroked. 

It is necessary to have the job done 
by a competent crankshaft grinding ser- 
vice—one which has specialized in hot- 
rod or racing work for the welded metal 
method must be used—no metal spray- 
ing. The journals are welded, turned 
off-center to the new stroke (0.080 inches 
is o.k.) and the mains re-aligned by 
turning to the first size under. This is a 
millimeter size, slightly less than 0.010”. 

Stroking the 1500 gets about 94 
cubic inches, (One brave group in Los 
Angeles stroked a VW crank 0.250 
inches recently, had special pistons 
made and is out merrily pulling corks 
on other surprised VW’s. Unfortunately, 
this one got away before we could find 
out about those pistons.) 

If no more than 0.080 is added, only 
a slight amount must be routed from 
the case for rod clearance and the 0.040 
knocked off the pistons as described 
above. Compression is automatically in- 
creased, too, so don’t take anything 
from the barrels. 

Stroking for approximately $90 is the 
most practical method for owners of the 
earlier two-piece crankcase types who 
want more volume. The added fraction 
of an inch increases torque noticeably. 























Going 1600 

The later (three-piece) crankcase will 
accept the 1600 cc barrels without any 
machining whatsoever. It is a simple 
matter to remove the old units and 
place the new ones in position. The 
precaution to be doubly sure of is to 
align the barrels absolutely vertically. 
Mike the gaskets even to be certain that 
the barrel is not cocked on the case. 
Otherwise, it’s a simple remove-re-fit 
job; the big sting is in the price: $250 
for a new set, plus tear-down and re- 
place charges. Better than three bills is 
involved. Silver lining in the cloud: 
selling the old parts, Used Porsche parts 
are at a premium and it’s a cinch to 
get $100 for your 1500 cylinders in 
good shape. 

Of course, any combination of the 
above changes can be effected, and a 
real hot engine of 100 cubic inches can 
be developed (for an outlay of about 
$500) starting with a late model 1500 
Continental. Such a hot-rodded go-toy 
will pull anything around except the 
550 and would have no difficulties with 
bigger playthings such as the XK 120 
Jag. Dynamometer tests indicate that 
the Porsche is getting the highest per- 
centage of power to the ground of any 
car. With a few more horses under the 
back deck lid to call on, there’s no 
doubt that it would be the most $3,500 
car on the road. 

With factory output of six to nine 
units per day, each Porsche is an indi- 
vidual with its own characteristics. Cam 
lobes vary by several thousandths, for 
instance, and as a parts supplier makes 
an improvement it is adopted regardless 
of model year. Ten cars of the same 
year when put on a dyno would register 
ten different power curves. My coupe 
has always run exceptionally well and 
I hated to tear it down for fear of 
spoiling a good combination— but the 
opportunity of going 1600 could not 
be resisted. 

First, a Clayton chassis dyno test was 
run (under the scrutiny of Bill Lord 
of Lord’s Automotive) and a graph 
taken representing road horsepower. 
From an advertised 55 hp, 52 gets to 
the ground at 4500 rpm in fourth gear 
with the 1500 normal engine. 

After porting the heads, substituting 
26 mm venturis and installing 1600 
cylinders with 8.1 to ] compression (but 
retaining the stock cam), a little over 
66 hp was developed—an almost 30 per- 
cent gain, The car remains as smooth 
as a kitten in trafic and demonstrates 
none of the objectionable character- 
istics of the hopped-up engine. 

Potal cost: approximately $250. And, 
well spent in my opinion. I am quite 
satisfied. However, if I have to tear it 
down again for rings or some such, I 
might just as well have it stroked and 


in that Super cam... ; 
put in that Sup _OCee Ritch 


ARNOLT-BRISTOL BOLIDE 





Race car or road car? The Arnolt-Bristol 


Bolide combines the best fedtures of both 


into a prime specimen of that rarity, the 


true high performance sports car. 


Repeating last year’s victory, the Arnolt- 
Bristol Bolide finished 1, 2, and 4 in the two 


litre series production class in the 1956 12 


S. H. Arnolt Inc. 
153 E. Ohio St. 
Chicago 11, Ill. 


hour Sebring Grand Prix. Yet its 2 litre en- 


gine is as tractable in traffic as it is ferocious 
on the track. Full road equipment. SCCA 
approved for production car racing. Not 
even a spark plug change is required to go 
from the supermarket to the starting line. 


$4250. 





















Competition Retreading 


Dunlop 
Distributors 
complete 
stock road- 
speeds and 
imported 
tires for ail 
sports cars. 





ALL RACING TIRE RETREADS 
are rebuilt to meet rigid special 
racing tire specifications and 


are so identified . . 


100% factory approved 
rubber used in 
R-1 racing tire. 


Gardner Reynolds, Inc. 
Dunlop Distributors for So. Calif. & Ariz 
4758 E. Olympic, Los Angeles 22, Calif. 

Phone AN 9-0707 



























CHROME 
VANADIUM 
TOOLS 

for 


FOREIGN 
CARS 








® from wrenches to tire irons, everything 
you need for quick adjustments on all 
continental and British cars 

® original equipment on Mercedes, Porsche, 
Volkswagen 

® metric and Whitworth — all British sizes 
available 

® precision made from toughest chrome 
vanadium steel, drop-forged 


Ask your dealer or write to 


COLUMBIA MOTOR CORP. 


245 W. 56th St.,N. Y¥.19, N_Y., Circle 6-4844 
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FREE YOUR NAVIGATOR FROM 
FIGURING 
use the 


RALL-O-GRAPH dials 


on any clock and the minute hand 
gives you the supposed to have 
travelled mileage or km in tenths. 








18 to 37 incl. 
higher or lower averages half or 
double reading. 


Price $5.00, Check or M.O. 


Set of dials, 


W. E. RINTELMANN 
170 Cherry St., Naugatuck, Conn. 











LOCKED AXLE PERFORMANCE 
... yet it DIFFERENTIATES! 


se%. 
©) rye 


Balanced Traction 
Differential 






© Maximum Traction At Both Rear 
Wheels 

© Eliminates Useless Wheel Spin 

@ Increases Acceleration, Speed 

© Faster Corner, Better Braking 
interchanges with stock differential case — 
Simple Installation — T’Bird, Corvette, Jag, 
Ford, Merc, Chev, Plym, Hudson, Kaiser- 


Frazer, F-100, others. Priced at $99.50 plus 
taxes. 


‘**Specials’’ also available. 
Write for Free Literature — state ratio, 
make, model, and year. 

LYETH ENGINEERING CO. 


P.O. Box 3841, Dept. S., Detroit 5, Mich. 
12859 E. Eight Mile Road 











MULTIPLE SCLEROSIS 
¢/o LOCAL POSTMASTER. 
KINGS COUNTY CHAPTER 





PIT STOP 
See page 8 





Keely’s Wondrous Water Engine 











VER since the first horseless carriages puffed and snorted along rutted 

wagon roads, the development of the automobile has been inseparably 

linked with the search for cheaper and more effective means of powering 
it. In 1872, John Ernest Worrell Keely, a former carpenter from Philadelphia, 
announced the development of an engine utilizing ordinary water — and the 
millenium seemed at hand. 

Cynical enthusiasts, of course, will immediately draw an obvious comparison 
with the recurrent water-to-fuel pill fraud. But Keely’s solution was nothing that 
crude. He had, so he claimed, developed an engine based on an entirely new 
concept suggested by the oscillation of a tuning fork. What that concept was, he 
never fully explained. But over a period of time, he did manage to reveal that 
his engine created power without chemical compounds, electricity or galvanic 
action. 

Did it really work? According to Keely, it did. Couching his reports in such 
terms as “latent basis of energy,” “etheric force,” “elastic energy” and “pulsating 
vacua principle,” he told of having run an engine producing 40 horsepower at 
800 rpm for two weeks on less than a teaspoon of regular tap water. 

Whether his engine worked or not, his line certainly did. In 1874, a group 
of stockholders organized the Keely Motor Company in New York and settled 
back to wait for the profits to flow in. When the expected torrent failed to 
materialize as even a moist trickle, the stockholders, who certainly were business- 
men if not engineers, began to complain. 

Finally, in November, 1874, Keely agreed to give the first in a long series of 
miraculous demonstrations at his Philadelphia workshop. Performing with the 
skill and finesse of a stage magician, he dramatically poured a pint of water into 
his wonderous machine, waited as the gauge edged slowly up to 50,000 psi, then 
astounded the assembled stockholders with a display that included snapping steel 
bars and ripping heavy cables apart with obvious ease. 

Throughout the next 24 years, he actively promoted the engine and stressed 
the commercial possibilities of it whenever backers began to grumble. A car 
could run virtually forever on one tank of water, he declared, and a single small 
unit could power a train from Philadelphia to New York at 60 mph on a quart 
of water. Automotive design would be revolutionized by its size and weight. The 
pacified stockholders glowed as visions of pyramiding profits danced anew in 
their heads. 

On November 18, 1898, Keely went the way of all flesh, and a delegation of 
four men, including a college professor and an electrical engineer, scurried to 
his workshop to unearth the secret of his engine. The secret was astonishingly 
simple. So simple, as a matter of fact, that it had absolutely no commercial 
value. Tracing down a mysterious piece of pipe that didn’t appear to be a 
functional part of the engine, they uncovered a compressed-air unit mounted in 
the cellar beneath the workshop. 

Overnight, hundreds of prospective millionaires went back to being middle- 
class businessmen, somewhat wiser and more than a little bitter over being 
bilked. But the man who had poured the most into this futile dream wasn’t 
around to realize it. John E. W. Keely died broke, despite the thousands he had 
collected. Apparently convinced by his own sales talk, he had invested every 
cent trying to make his lie a reality. 


— Jim Mourning 
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of its compression ratio. It continues 
to fire for several revs.after the igni- 
tion has been cut. But this is the only 
criticism we Jhave to make of the 
“A’s” power plant. It’s a good com- 
bination of ruggedness, economy of 
operation and maintenance, and 
healthy output. 

MG's old motto “Safety Fast’’ is 
highly appropriate for the “A”. The 
machine's good steering, roadholding 
and acceleration are backed up by a 
set of genuinely outstanding brakes. 
The ten inch drums are heavy iron 
castings that show little tendency to 
expand. The retarding force of the 
brakes registered the unusual high of 
.86 g on our instruments, and over 
the ten-stop fade test they lost only 
9.3 percent of their efficiency. (Some 
cars that Sports Cars Illustrated has 
tested have had fade losses of 25 per 
cent and more.) From these figures it 
would seem that the “A’s” perforated 
disc wheels do a good job of brake 
cooling which can be made still better 
if you use the optionally available 
wire wheels. For racing, the factory 
recommends the harder Ferodo BG95/1 
lining, which gives even more fade- 
proof braking. 

The body of the MG “A” 
to be a controversial subject as long 
as there are still partisans of the old 
Ihirties-styled models. The TC un- 
questionably deserves the much abused 
title of “classic” and the TD and ‘TF 
proved to a lot of people that it was 
impossible to get a better looking car 
by “refining” the crisp, spidery TC. 


is bound 


As it is now, the “A” is a very 
attractive car from any angle, and 
downright beautiful from some. Its 
look and feel of quality closely ap- 
proach those of some cars that cost 
twice as much money. The body feels 
and is very substantial. The quality of 
the painted finish is good, there’s no 
skimping on the instrument panel, and 
the reinforced bumpers are very ade 

On the negative side, raising or low 
ering the top is a hassle, luggage space 
is minute, and the inside door panels 
are sub-standard compared to the qual- 
ity of the rest of the machine. The 
12-volt electrical system is fed by a 
pair of six-volt batteries in series, 
mounted behind the seats but access 
ible only if you haul the spare tire 
out of the luggage compartment! 
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In order to get the “A” 21% inches 
lower than the TF, the frame rails 
have been bowed out enough to per- 
mit the occupants to ride between 
and alongside them. Sports Cars II- 
lustrated’s staff found the semi-reclining 
seating position perfectly comfortable, 
but criticized the seat-backs because 
they support only the shoulders. The 
driver sits with left leg extended to 
operate the clutch and right leg 
cocked to operate the throttle. This 
turns out to be a comfortable driving 
position, particularly since the high 
transmission tunnel provides good sup- 


On the “A” the headlight dip-switch, 
which in previous MG’s was on the 
instrument panel, is mounted on the 
firewall, which is stepped and lies in 
two planes, the higher portion rough- 
ly one foot farther aft than the lower. 
This means that to operate the switch 
you have to pull your leg back from 
its normal, relaxed, clutch-operating 
position and raise it high enough to 
prod the switch. Foot pedal room is 
better in the “A” than in earlier MG's 
but it’s still easy to hook throttle foot 
on brake pedal, or hit the throttle 
pedal when you want to brake. This 
happened to most of our testing crew 
and made an unforgettable impression; 
it happened only once per driver. 

The air flow around the car at 
speed with the top down is such that 
there is very little turbulence in the 
cockpit—the occupants get little wind 
buffeting, and conversation in normal 
tones can be carried on with ease ex- 
cept at high rpm’s. With the top up 
engine noise is magnified, of course. 
And like most fabric tops the “A” 
rattles and booms against the wind. 
Ihe side-screens are well designed, 
their lower third being a separate panel 
that can be pivoted outward against 


a spring-loaded plunger. 


But ventilation is either all-off or 
all-on; there are no openings in the 
screens to permit the entry of outside 
air. There are also no_- external 
door handles, and reaching in through 
the spring-loaded flap and down to 
grasp the door-latch pull-cord can_ be 
fairly awkward 

With all its little irritations, this is 
a basically safe, friendly, likeable cat 

a genuine, well-built sports machine 
at a price that can’t be considered any- 
thing but reasonable and fair. We'd 
be much surprised if the “A” sales situ 
ation were anything but what it is: 
demand fantastically ahead of supply 
It's a very desireable car that will give 
years of economical driving pleasure 
and then have the high resale value 
that MG’s have earned 

Griff Borgeson 


Ruggedly Constructed to 
Exacting U. S. Air Force 
Specifications. 


$ 4* 
POST PAID 
only INU.S. A. 


If it is safety you want, no other 
safety belt will do the job as well. 
The heavily woven belt, heavy cow- 
hide reinforcements, thick metal 
quick release buckle and adjusting 
hardware all add up to a life-saving 
device that no sports car enthusiast 
can do without .The belt is shipped 
complete, but does not include 
mounting bolts which are easily 
PYETIEl*(Metmallullitiasctiahicl arise ke 


ware stores. 


Inquiries are invited from jobbers 
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Send cash, check or money order to: 


GREIFF 
518 Broadway, New York 12, N. Y. 

















DON’T GET CAUGHT with your 
RESERVE DOWN, install a 
RESERVE REMINDER 
on your V-W now. 
$3.95 complete 


Kit includes light switch and directions 
15 Minute Installation © Money-Back Guarantee 
4t Your Dealer r Order Direct 
AUTOHAUS ACCESSORIES 
P. O. BOX 41, MADISON 1, WISC. 
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They Had To Be Tough 


IVEN two martinis and half a chance, many an aspiring Nuvolari will 

regale the uninitiated with a finely detailed account of the rigors and 

hardships of road racing. Admittedly, racing is considerably more vigor- 
ous than quoits and a driver can work up a fine film of perspiration and a 
strained muscle or two during a main event. But the plain truth is that he 
never had it so good. 

Back in what has been loosely described as the good old days, riding mechan- 
ics weren't taken along just because they were good company — their's was a 
definite job — to see to it that the car finished without resorting to a basket. 
That so many of them survived the effort is a tribute to their ruggedness, and, 
perhaps, a modicum of luck. 

Back in 1909, for instance, Gil Anderson, who later took the easy way out 
by becoming a prominent driver, attracted notice for the first time as a riding 
mechanic in a race at Crown Point. Riding a Marmon driven by Dave Munson, 
he dutifully dismounted and went to work when the rutted road, more suited 
to placid cows than powerful cars, shook the carburetor needle valve open. A few 
miles and a few minutes later, it vibrated loose again and once more he dis- 
mounted, screwdriver in hand. Although this was probably beneficial to the 
development of a strong character, Anderson soon came to the conclusion that 
it was not conducive to winning races. 

There was only one thing to do. With fifty miles remaining, Anderson 
leaped astride the pitching, swaying hood and constantly readjusted the carbure- 
tor needle as the Marmon rocketed along the road and across the finish line. 

That same year, a riding mechanic named Bailey saved the day for Louis 
Disbrow at Long Island. The pair had barely thundered away on the first 20- 
mile lap when the pin fell out of the reach rod, reducing the steering gear to a 
purely ornamental attachment. Without a moment's hesitation, Bailey cat-footed 
along the hood and clambered onto the exposed front axle. Bracing his feet, he 
anchored himself to the radiator with one hand and held the steering rods 
together by sheer brute strength until the car could limp into the pits for repair. 

But not all the services required of this rugged breed of men were mechan- 
ical, Once, Smiling George Robertson, the first American to win the Vanderbilt 
Cup, had the seat of his mount collapse from beneath him — thereby restricting 
his field of vision to one uncomfortably close section of steering wheel. Riding 
mechanic Glen Ethridge was equal to the occasion. Grabbing Robertson under 
the arms, he tugged mightily, hauled him back into a driving position and held 
him there until they had won the race. 

Although things weren’t always so hectic for the riding mechanics, even the 
most ordinary tasks sometimes proved dangerous for them. In the 1913 French 
Grand Prix at Amiens, the leading Delage, driven by Guyot, blew a tire while 
slamming through a fast “S’. Eager that the lead should not be lost, the me- 
chanic leaped from the car while it was still rolling, lost his footing and was 
run over by a rear wheel. 

And in the 1904 Vanderbilt Cup Race, a Mercedes driver pulled up to 
check a mechanical difficulty at the base of the block, got carried away by the 
sounds of the rumbling behemoths as they lumbered past, forgot where his 
partner was and charged away, running over the mechanic. 

So the next time a driver dramatically waves an olive-festooned toothpick 
in the air and begins his plaint, it might be kind just to suggest tactfully that 
he consult one of the riding mechanics of a bygone era and discover just how 
rugged racing can be and was. 
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Letters 


(Continued from page 7 ) 


future road tests 
Dear Editor: 

Your September issue of Sports Cars 
Illustrated contained an excellent arti- 
cle on the Mercedes-Benz 190 SL. Your 
straightforward and truthful approach 
to the subject made me feel sure that if 
you have or will publish anything on 
the Porsche Carrera and the Lancia 
Spyder, your reports would be reliable. 
Since I’m planning to buy one of these 
three cars, all information is appreciated. 

Sincerely yours, 
Capt. Walter Williams 
Seattle, Washington 


Thanks — our policy is to be as un- 
biased as possible. Stories on both cars 
are coming up in the near future.—Ed. 


sports car ‘‘practicality”’ 


Dear Sir: 

I am interested in sports cars but 
would not like to sacrifice all “practical- 
ity”. What I am looking for specifically 
is a car of smaller than Detroit dimen- 
sions with a four passenger capacity and 
reasonable trunk space, with the em- 
phasis placed on mechanical quality 
rather than quantity of chrome trim. 
Has anyone seen such a Car or is it too 
much to hope for? 

Sincerely, 
2/Lt. J. Kleckner, USAF 
San Francisco, Calif. 

Sorry, Loot — you can’t have every- 
thing in one bite. Ina sports car you 
either have sitting room or luggage 
room but not a lot of both; a modicum 
of each perhaps, but never a lot. You 
can, of course, wait for the four-seat 
Thunderbird but don’t hold you 
breath while waiting — it'll be a year 
according to late reports. So far the 
TR 3 and the ’57 Austin Healey 100-6 
are the best bets. And then there’s al- 
ways the Porsche, — Ed. 

canada’s glen? 
Dear Editor: 

On September 28th and 29th the 
British Empire Motor Club of Toronto 
ran its annual Indian Summer Trophy 
Races at Harewood near Jarvis, On- 
tario. Harewood is an abandoned air 
field with a fast and excellent surface 
exactly three miles from start to finish. 

There were several entries from as far 
away as Florida and California. There 
were several Jag’s, MG's, TR's, Merce- 
des and Ferrari's, etc. 

In my opinion, Harewood is Canada’s 
answer to Watkins Glen. 

Yours truly, 
John Brennan 
Toronto, Ontario 


Hm-m-m; could be. — Ed. 
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wheeled shell is car-like; with the en- 
gine immediately behind the driver 
and his legs stretched out on each side 
of the front wheel — the handlebars 
almost in his lap. 

lension mounts as he stretches out 
one arm at a time so that his sleeves 

can be taped at his wrists. Even inside 
the shell the wind catches at every- 
thing that’s loose. His helmet is the 
last thing to go on before the side 
pieces that serve as a partial cowl go 
up and are locked. All that’s visible of 
the driver now is his helmet that bobs 
occasionally as he checks the controls. 

It looks awfully lonely in there as 
they push him off and when the en- 
gine fires and Mangham pulls loose 
the odd looking launching rig, you 
can't help but remember Allen’s re- 
mark that each run, even at 200 mph 
and over, seems to take an awfully 
long time. You watch as the machine 
dwindles and disappears from sight, 
your ears straining to keep track of the 
exhaust note that tells you he’s still on 
his way, and you notice that everyone 
is especially polite to Mrs. Allen who 
has moved over near the phone. The 
relief you feel when the “He’s there” 
comes over the phone is short-lived 
because it’s almost immediately fol- 
lowed by the “They've turned him 
around; he’s on his way back.” 

You can’t hear an exhaust for ten 
miles, even over the salt, but you try, 
and the tension never lets up until 
Allen passes the starting line and re- 
leases the small parachute used as an 
airbrake. Then you can laugh at the 
sight of Mangham and Wilson chasing 
this wobbling, now ungraceful thing, 
in an effort to catch it before it falls 
over. 

It is a new record, established, not 
by a tremendous organization with 
almost unlimited resources, but by two 
men who refused to let the odds beat 
them, and one man who had the skill 
and the fantastic courage it must have 
taken to keep the throttle cranked on. 
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Englebert Tires 
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COMING NEXT MONTH: 
The Horse Strikes Back! 


A hilarious report 
by Merwin Dembling 
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“*\J"” BLANKET 
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Soundproof and 


dress-up your VW 
engine compartment 


colors... 
RED—BLACK—BLUE—WHITE 
15 Minute Installation 


only ...... $12.95 


Available for Porsche & Ghias 
slightly higher 
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GRILLE GUARDS 
Lovely car, lovely grille. To keep it that 
way, we suggest you invest in our solid 
machined steel guard. One-piece support 
brackets, hardened steel bolts, all triple- 
chromed $29.95 


WIND WINGS & SUN VISORS. Best way 
to keep the Le Mans grime off your face 
and your co-pilot’s hair in place. Thicl 
plastic, with solid brass fittings 
chromed. Do not interfere 
curtains 
WIND WINGS-$16.95 VISORS—$6.95 
TONNEAU COVER 
Grey or Black plastic 
3-ply Canvas—Black or Tan 
3-ply Canvas—White 
LUGGAGE RACK 


Tubular steel, triple-chromed 


BRIGHAM—ST. JOHN, INC. 


7713 Melrose, Los Angeles, California, WE 8-2724 
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Carriages Without Horses 


HEN a turbine-powered Renault hit 191.2 mph at Bonneville, many 

enthusiastic individuals heralded it as proof of the arrival of the ulti- 

mate in transporting the human frame from one point to another. The 
more cautious, however, wrote it off as just another step in the search for a 
satisfactory method of propulsion. 

The same claim, they pointed out, was made for the electric, steam and 
gasoline engines, all of which proved adequate even if limited. And some of the 
earlier solutions were neither as successful nor as practical. 

In 1600, for instance, the Dutch came up with a two-masted vehicle capable 
of seating 28 passengers and reaching 20 mph. And memoirs of pioneers crossing 
the American continent as late as the mid-1800's frequently comment on seeing 
wheeled sailboats on the prairies of the midwest. Although the economy of this 
system cannot be disputed, perhaps it is just as well that it never achieved wide 
acceptance. The thought of seeing a field of Ferraris and Maseratis swirling 
around LeMans under full sail is somehow unnerving. 

Then Sir Issac Newton felt impelled to focus his inventive genius on the 
problem. In 1680, he designed a vehicle that skirted the edge of the theories 
later used in steam and jet propulsion. In essence, his power plant was a huge, 
water filled globe with a tube pointing rearward. When a fire beneath had 
brought the water to a suitable temperature, movement was to be achieved by 
opening a valve and letting out a blast of steam. Fortunately none of these 
machines was ever produced — as a snappy, two-seater sports version would have 
been about the size of a city bus. 

Next were the windmills (which provided the power for cars) designed by 
a Frenchman named DuQuet in 1714 and J. H. Genevois, a Swiss clergyman, in 
1760. At one time, the British government displayed great interest in the latter 
machine. 

In 1820, one W. Cecil read a paper before the Cambridge Philosophical 
Society describing his brainchild. By using a combination of hydrogen and air, 
he intended to create a vacuum in a cylinder. Then, he assured his spellbound 
listeners, outside air would push against the piston, forcing it down and turn- 
ing the wheels in a sort of reverse internal combustion process. 

Six years later, Samuel Brown used the same principle — substituting com- 
mercial alcohol for hydrogen — in a vehicle that actually trundled about under 
its Own power. 

But the sweep and scope of design imagination didn’t reach a peak until 
1867. In that year, two eager inventors named Otto and Langden startled Pari- 
sians by displaying a free-piston engine. In theory, an explosion at the base of a 
huge, upright cylinder forced a heavy piston upward in unimpeded flight. But 
coming down, the piston engaged a rack that turned a set of gears connected to 
the wheels. The piston was then supposed to force the burnt gases out, compress 
the fresh air and start all over again. 

By 1894, a vast majority of those in the field were concentrating on. steam, 
electricity or gasoline. But included among the entries in the Paris-Rouen race 
of that year were vehicles with power supplied by systems of levers and pendu- 
lums, gravity, hydraulics, and weight of passengers and compressed air — the 
latter being an idea cooked up by an American named Hartley. 

Nor did strange attempts to supply a solution die out with the advent of 
the present century. Obviously, if there was something to be said for both electric 
and gasoline buggies, twice as much could be said for a combination of the two. 
Consequently, motoring enthusiasts of 1918 were offered the Woods Dual Power, 
which contained, in addition to batteries and an electric motor, a four-cylinder 
gasoline engine that turned a generator which supplied current to the batteries 
that powered the car. 

And while the engineers of the outside world worked diligently on various 
approaches to the problem, Russia announced, in January of 1955, that they 
had perfected an atomic-powered car. Coming from a nation that modestly 
admits to having invented everything but Adolf Hitler, this failed to create the 
excitement it might have. 


— Jim Mourning 
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of both the front and rear mains. The 
H section connecting rods are temp- 
ered steel forgings of the same quality 
steel as used in the crankshaft. They're 
of slightly thicker section than the pro- 
duction connecting rods, This extra 
thickness is probably gained by slightly 
blocking open the dies during forging. 

Following the practice of keeping 
the engine as short as possible, the 
connecting rod journals are offset in 
relation to the cylinder bores. Both 
the end connecting rods, number one 
and four cylinders, are offset out- 
wards and the two inner rods are offset 
towards the center of the engine. The 
big ends of the connecting rods are 
split diagonally to allow each piston 
and connecting rod to be removed 
by pushing it upwards out of its bore. 
Forged aluminum three ring pistons 
establish a compression ratio of 9.2/1. 

The light alloy two-cam head carries 
each camshaft in three plain bearings. 
The intake and exhaust valves are dis- 
posed at an included angle of 80 de- 
grees. Ferrous valve seat inserts are 
used, The valves are actuated directly 
from the camshaft through cups that 
are fitted over the coil springs and 
valve clearances are effected by means 
of an adjustable pad contained in the 
end of the cup. 

The cam tower is separate from the 
head and bolts up to the block in the 
same manner as the stock timing cover. 
Primary cam drive is by means of 
gears from the crankshaft. This cuts 
down the secondary drive, which is 
by chain to the camshafts, to half- 
engine speed. Reducing both the 
length and the linear speed of the 
chain is an important consideration 
in a high revving engine. 

The Lucas magneto is driven by 
means of a skew gear from the front 
of the crankshaft. Two dual throat 
Webers supply the carburetion and 
are fitted with ram tubes that pick 
up the air from a balance box. One 
hundred bhp is claimed for this en- 
gine used for the straightaway runs 
red-lined at 6000 rpm. The sprint en- 
gine used for the straightaway runs 
is identical to the distance engine, 
with the exception of a higher com- 
pression ratio necessary to run on an 
alcohol mixture. 

Whereas MG used one car with dif- 
ferent engines for their distance and 
straightaway records, Austin - Healey 


brought two complete cars. Since both 














these cars have basically the same en- 
gines of rumored prototype design, 
it would be well to discuss them here 
before taking a look at the cars. Of 
six-cylinder, pushrod-operated overhead 
valve layout, the block and cylinder 
head are cast iron. 

The bore and stroke of 79.4 mm x 
89 mm (3.125 inches x 3.5 inches) give 
a capacity of 2639 cc’s (161.61 cubic 
inches) and a piston area of 46.2 sq. 
inches. The head is of Weslake design 
and has the now famous heart-shape 
combustion chamber, The intake ports 
are siamesed as are the exhaust ports 
for the inner four cylinders (two-three 
and four-five). The engine of the dis- 
tance car uses a compression ratio of 
9.3/1 and runs on premium fuel. 

Carburetion is by three dual throat 
Webers. The exhaust system utilizes 
split headers that collect the exhaust 
gases from cylinders one, two, three 
and from cylinders four, five, six. This 
engine develops 150 bhp at 5000 rpm 
on gasoline. 

In the streamlined straightaway en 
gine the Godfrey K-300 supercharger 
is chain driven from the front of the 
crankshaft. A single SU carburetor is 
used. Three hundred bhp at 5000 rpm 
is claimed for this engine on a specially 
blended alcohol fuel. 





distance car, 


The Austin-Healey 
which on Friday after its earlier dif- 
ficulty, set new six-hour records at 


over 145 mph, is quite interesting in 
that it is fully road-equipped. It has 
a standard electrical system including 
headlights and tail-lights. Dunlop dis¢ 
brakes operate on all four wheels, The 
passenger’s compartment, although cov- 
ered with an aluminum tonneau cover 
for the record runs, is actually suitable 
for carrying a passenger. 

The car claims a basically Austin 
Healey 100 chassis and body, although 
the body has been extensively modified 
at the nose and tail to improve the 
streamlining. The long nose is remi- 
niscent of the Mondial Ferrari aid 
the lengthened, streamlined tail car 
ries a large faired headrest. Dunlop 
knock-off disc wheels and 6.50 x 16 
Dunlop racing tires are used. The 
gearbox is a standard four-speed Aus- 
tin-Healey unit without overdrive. A 
final-drive ratio of 2.7/1 representing 


a speed of 31.75 mph per 1000 rpm 
or about 160 mph at 5000 rpm was 
fitted. 

The straightaway car uses an Austin 
Healey 100 chassis with, tandard wheel- 
base, ground clearance, and track di 
mensions. The body follows the usual 
streamlining practice and the cockpit 
is cowled to enclose the driver. It is 
equipped with Dunlop disc brakes. 
knock-off disc wheels, and Dunlop rac 
ing tires. A David Brown four-speed 
gearbox, incorporating overdrive, used 
in conjunction with a final drive ratio 
of 2.466/1 gives a speed of 43.50 mph 
per thousand rpm in top. 


On August 21st this car was driven 
by Donald Healey to a two-way average 
of 200.9 mph for the flying mile. This 
was not a record attempt, a certified 
run of substantially over 200 mph be 
ing desired by Donald Healey. 

All in all th's was a record session 
that BMC can be proud of. The MG 
succeeded in establishing an impres 
sive number of records at fantastic 
speed for a 1500 cc engine. The Austin 
Healey distance car came through very 
well by estabiishing the records needed 
to put the marque in possession of 
every record from one mile to 3000 
miles. 
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Service Section containing: 


Clutch problems and their cure 


Brake adjustment techniques 


BAP-BS 





a 
ALL 
NEW 


INCLUDES: 
Up-to-date foreign parts and tool section. 
Special section on sports car accessories, 
including: 
Thunderbird 
ALFA-ROMEO 


Man-hour schedule showing the factory recom- 
mended time for most normal repair jobs. 


Specifications on all popular British engines. 


List of repair & tune-up books available. 


your best source for 
all foreign car parts. 












BAP + BSI 
CATALOG. 


MG-A 
190SL 


Send to nearest distributor 


BAP, Ine. 530 Golden Gate, San Fran. 5, Cal 
BSI, Ine. 7713 Melrose, L. A. 46 Cal 
BAP, Inc. 605 E Pike, Seattle 22, Wash 
BAP, Ine. 47-19 34th Ave., L. I. C., N. ¥ 
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| I enclose $1 to cover handling & mailing. 
| (Applied to first purchase) 
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INTERESTED? 


how to cut your transportation costs in half? If saving a buck is important 
to you then you must get this BRAND NEW BOOK 


Economy Car Blitz + by Joe H. Wherry $3.50 


Foreword by David R. Allen, Editor SPORTS CAR 


| CITY & STATE 


in learning about new cars 
that get over 35 mpg? In 


story of why 200,000 of these inexpensive 
sports and passenger cars have invaded the U.S. makes 
mighty interesting reading. Contains road tests and statis- 
tics on 25 vehicles costing less than $2,000. Over 125 
diagrams and photographs make this book a must for auto 
enthusiasts, the ideal gift for yourself, or a mechanically 
minded teen-ager. 

Order through your bookstore or use coupon to order from 
‘the publisher. 


THE ANSWER TO YOUR XMAS GIFT PROBLEMS 


To: Associated Booksellers, Westport, Conn. 
| Please send me 

@ $3.50 each. 
| Remittance enclosed (copies will be sent postpaid) 
I Send C.O.D. (I will pay postman at the rate of 
7 $3.50 plus postage and C.O.D. charges) 
| 


copies of ECONOMY CAR BLITZ 


Money refunded if not fully satisfied. 
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Baling Wire. Scotch Tape and Hope 


ITH Carroll Shelby emerging from the 1956 racing season as the most 

promising pilot on the American scene, erudite students of things com- 

petitive are eagerly scanning form sheets for evidence of one character- 
istic considered vital in a really top driver. Can he produce despite the various 
and sundry difficulties that inevitably crop up to plague members of the dicing 
fraternity? 

Shelby boosters chorus loudly in the afirmative. When the question of proof 
is raised, they invariably point to Buenos Aires and the international sports car 
championship race of 1954. 

In that year, the Municipal Government of Buenos Aires and the Sports Car 
Club of Argentina invited a team of four cars from the Sports Car Club of 
America to participate in a 1000 kilometer endurance event, to be held in con- 
junction with the Grand Prix of Buenos Aires. In addition to the possibility of 
cash — vague as it might be, with the field led by drivers like Farina, Trintignant 
and Maglioli — there was the added incentive of the Kimberly Challenge Cup. 
This had been donated by Jim Kimberly in 1952 and went to the first club 
driver to finish, regardless of overall position. 

Naturally, the Americans accepted the challenge and rounded up a team 
consisting of Shelby in a Cad-Allard, Phil Hill/Dave Sykes with a 4.1 Ferrari, 
Masten Gregory/Dale Duncan in a C-Jag and Boris Said/George Moffett in an 
OSCA. Facing them was a four car Argentinian entry led by the Menditeguy / 
Bonomi three-liter Ferrari. 

When the flag fell, Farina moved to the front, where he eventually finished, 
and the American team began to contemplate basket-weaving as a more profit- 
able hobby. The OSCA sheared the main drive into the gearbox. The Ferrari's 
differential seized. And Gregory's C-Jaguar developed a sick cylinder that rele- 
gated him to the role of a motorized spectator. 

The American team’s mood was a study in dark blue and a check with 
Shelby’s pit did nothing to brighten it. He had been in and out of the pits like 
a man in a revolving door. One of the cycle fenders had fallen off and had to 
be tacked back. A tread had peeled from a tire. Then the gas tank had burst and 
poured gasoline into the cockpit. Before mechanic Jack Joerns could wipe the 
dirt of a hasty patch job from his hands, the car was back — burning briskly. 
But they had gotten it back on the track and, everyone agreed, that was 
something. 

Things were only beginning for Shelby and his mount, however. Within a 
few laps, the bonding on one of the brake drums came loose and one wheel 
began grabbing. Then one exhaust pipe dropped off and bounced gaily along 
the concrete in front of the pits. 

Finally, with the American contingent reduced to gnawing nails and crush- 
ing crash hats, a man approached the pits and politely offered to return a small 
piece he had seen drop from the limping Cad-Allard. The pit crew turned pale. 
Signalling Shelby in, they popped the hood and confirmed their suspicions. The 
small piece was one of the engine mounts. After what seemed like an eternity, a 
makeshift fastening was finished and the car sent back onto the circuit. 

Then someone thought of checking the Argentinians and hope flickered 
again, ever so faintly. They, too, had lost three of their cars. The Menditeguy / 
Bonomi Ferrari, however, was in second place. Against it, far back in the pack, 
the Americans had only a car held together with baling wire, scotch tape 
and hope. 

But, someone ventured hopefully, something could always happen. 

In true story-book fashion, something did happen. With only 60 miles left 
to go, Menditeguy pulled in for fuel and a driver change. As Bonomi roared out 
of the pits, the ring gear and pieces of the differential dropped out onto the 
pavement and the car coasted to a stop alongside the circuit. 

With the American team sweating it out in the pits, Shelby nursed the 
ailing car during the last 60 miles; finishing ninth overall and claiming the 

Kimberly Cup for the United States. 
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Pit Stop 


(Continued from page 9 ) 
SCREAMER FROM KENOSHA? 


I was delightea with the November 
issue of SCI, and particularly with the 
article on “The Screamer’s Kissin’ Cous- 
in”, since I am interested in building a 
“Screamer” of my own for road use. 

The Devin Fibreglas Bodies advertised 
in the same issue are just what I have 
been waiting for. To keep costs at a mini- 
mum I feel that a complete or nearly 
complete chassis would be most desirable. 
The only catch is that there are very few 
American cars with an 80 to 88 inch 
wheelbase. The Nash Metropolitan has an 
85 inch wheelbase, and I would like some 
technical dope on this. I would also like 
to know if any information is available 
on the conversion of any standard Detroit 
chassis to that of a sports car. 

William H. Harmon Jr. 
Tiffin, Ohio 

The Devin body is certainly a good- 
looking shell, and will undoubtedly in- 
spire a lot of people to build cars under- 
neath them. We do feel, though, that a 
sports car should properly start with the 
chassis and go from there. In other words, 
look for a chassis you like and find a 
body to go over it: 

The Nash Metropolitan, as you know, 
is built in England by the British Motor 
Corp. and uses a lot of Austin parts, It is 
a unit-construction automobile, and has 
no separate chassis frame; body and chas- 
are one. There is a vestigial frame in the 
floor platform, but it’s still of little or no 
use as a basis for a “Screamer”. 

About the only Detroit chassis that’s 
adaptable to sports car use is the old 
Henry J frame, and even that needs both 
structural and suspension stiffening. The 
Corvette, of course, is a sports car, and 
has a good but heavy chassis, You’d do 
better to look fora burned-out or wrecked 
MG or Healey, and adapt an American 
engine and special body to this, Any re- 
worked American frame usually ends up 
too large and heavy to give acceptable 
handling. One final thought is the pre- 
1948 Ford chassis, which could be short- 
ened and braced to your requirements. 


VW VELOCE 


I’m interested in Volkswagen modifica- 
tions, Is there anyone making VW cylin- 
der heads with higher compression ratio, 
larger valves and provision for dual 
carbs? If there is no one making such 
heads—and I have found no one—do you 
think there would be a market for such 
a set of components at a reasonable price? 
I can make them very cheaply from alu- 
minum. 

As I understand it, there’s an Austrian 
company that makes such heads for their 
own modified VW’s, Could you give me 
some information on them and their ad- 
dress? I would appreciate any suggestions 
that you or your readers might have. I 
know that the VW company doesn’t like 


(Continued on page 66) 
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NOW 
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ON 
SALE 
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RATE: 25¢ per word. Minimum 10 words. April 


issue closes Janua 10th. Send order and 
remittance to: SPORTS CARS ILLUSTRATED. 
366 Madison Avenue, N, Y. C. 17. 


FOR SALE 


CUSTOMIZE Your Car—Complete step by step 
instruction booklet, $1.00. Alanne Products, Box 
135, Watertown 2, Conn. 

BUILD Your Own Supercharger — Complete 
plans and instructions, $1.00. Alanne Predicts, 
Box 135, Watertown 2, Conn. 

MAGNIFICENT full color prints. World Fa- 
mous Sports Cars, 6 large 12x14” suitable for 
framing, value over $12, only $1.50 postpaid. 
Borden Publishing Company, 3077 Wabash 
Ave., Los Angeles 63, California. 














BUY Surplus Aircraft; Fuselages; Accessories; 
Engines; Instruments; Electronics; Transceivers- 
—Direct from U.S. Government Surplus Depots. 
List & Procedure $1.00. Brody, Box 8-SCA, 
Sunnyside 4, New York. 


MERCEDES 300 SL. New May, 1956. Best of 
care. Tuned by factory mech. Racing cam, 
shocks, etc. Dr. J. W. Baxter, P. O. Box 167, 
Fremont, Ohio. 


MASERATI 150 S 1956 1,5 Liter Competition 
Sports Car ready to race. Complete with spare 
wheels, double Webers, twin magneto, giving 
140 hp. Zf diff Dedion rear axle. Latest Koni 
shocks. Latest modified suspension, steering, 
brakes, and 4 speed gear- box. nm for inspec- 
tion by Automobile Club or other officials in 
Holland. Cost more than $8,000 in lena. 
Offered to highest bidder. Contact Capt. B. 
Hutchinson, KLM Royal Dutch Airlines, Idle- 
wild Airport, New York. 


AUTOMOTIVE EQUIPMENT 


JAGUAR owners, Healey owners: Stainless Steel 
Flexible Exhaust Tubing Permanent replacement 
between exhaust pipe and muffler. Complete with 
heavy-duty clamps. Healey $5.50, Jaguar $5.95 
(modified requires two) postpaid. Quantity in- 
quiries invited from dealers. Wilco, P. O. Box 
1128-S, Rochester 3, N. Y. 

THE Truth about Speed-Power-Mileage Equij)- 
ment. Free Catalog. Write! Almquist Engineer- 
ing, Milford SC2, Pennsylvania. 




















SPORTS CAR BODIES 


FIBERGLAS Sports Bodies — Easily bolts on 
Crosley, Fiat, etc. — $295. Jaguar, Ford, Chev, 
etc. — $495. Free Brochure. Almquist Engineer- 
ing, Milford SC4, Pennsylvania. 


MISCELLANEOUS 


FREE. Complete illustrated catalog, Leather- 
craft kits, supplies. Also big Metalcraft catalog. 
Write now for either or both. J. C. Larson Co. 
Dept. 6654C, 820 S. Tripp, Chicago 24. 
BINOCULARS repaired, all makes and models. 
Authorized Bausch & Lomb, Zeiss, Hensoldt, 
and Bushnell dealer. Tele-Optics, 5514 Lawrence, 
Chicago 30, Illinois. 

NOW Dismantling — All types foreign cars 
Jaguar, Porsche, VW, MGTD, MGTC, MGTF, 
Alvis, Anglia, Austin, Healey, Counsul, Hillman, 
Jowett, Morris, Renault, Rover, Singer, Sun- 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. Sherman Way Auto Wreckers, 12643 
Sherman Way, No. Hollywood, Calif. Po-50360, 
St-72567. 

TWENTY Nine miles per gallon, 4000 mile trip, 
55 Olds 88. Anyone can improve mileage. With 
a $2.00 Charles Lewis Hall, Sepulveda, 
Calif. 























READY TO BUY — SELL — TRADE? 


You won't find a better place 
for your classified ad than in the 
columns of this magazine. 

Here’s where you'll reach that 
customer you’re after that 
product you can’t find . . . at 
little cost. 


Place your classified ad in 
SPORTS CARS ILLUSTRATED 
today! 


You'll get results . . . fast! 














(Continued from page 64) 
such modifications, but this is the U.S.A. 
and we believe in free enterprise. 
William P. Hedl 


We know of no one in this country 
engaged in this pursuit, which is potenti- 
ally a successful and worthwhile one. Very 
few VW owners will admit to being fully 
satisfied with the performance of their 
otherwise satisfactory machine, and a well- 
engineered replacement cylinder head 
would be a sure-fire seller, particularly if 
a pair of them could retail, with all in- 
stallation parts, at slightly less than the 
price of a supercharger for the VW. De- 
signing them will be no cinch, though, 
unless you are a devoted student of the 
VW or an old hand at air-cooled engines. 

There should be some basic criteria to 
promote low first cost. The original head 
studs should of course be usable, If the 
original bushrods and rocker arms can be 
shifted over to new shafts and supports 
in the new head, some expensive forming 
and forging will be bypassed. All cooling 
fins must conform to the existing fan 
ducting, and must have as much if not 
more area than the present fins. On the 
other hand, the valves must be angled to 
get a significant area increase, and Ameri- 
can-made valves should be used if at all 
possible. The new domed combustion 
chamber would call for specially shaped 
pistons—another design problem. Bypass 
this step if you can, and save both money 
and time for the purchaser, Valve seats 
and guides should also be readily-avail- 
able parts. 

A big service can be done to humanity 
by desiamesing the intake ports and put- 
ting in two big holes, not unlike the 
Super Porsche, Ports should be consistent 
in diameter throughout, without taper- 
ing. A wide variety of adapters can be 
supplied to take any suitable carburetors. 
In short, hurry out and_ start making 
these. We’re all for it. We know how the 
factory feels, but whether they like it on 
not enthusiasts all the world are 
busily whittling away the mammoth safety 
margin inherent in these engines. Wolfs- 
burg would be far better advised to face 
the facts and authorize some of the better 
procedures, emphasizing as does MG that 
any such hacking makes confetti of the 
guarantee and jeopardizes the health of 
the ironmongery. 

Indeed there has been a minor revolt 
in Austria, and to have gone this far il 
must have some support from the Powers. 
The Denzel cars are halfway between VW 
and Porsche in concept, and many of their 
top-end parts must be adaptable to the 
VW crankcase. Write: Wolfgang Denzel, 
Gumpendorferstrasse 19, Vienna _ VI, 
Austria. 


OFFY INFO 

In the October, 1956 issue of SCI you 
illustrated a 1500 cc engine made by 
Meyer and Drake to fit an MG car, Please 
furnish the address of M&D so that I may 
obtain further information concerning 
this engine. 


over 


H. A. Rollins 
San Antonio, Texas 
The address you request is as follows: 
Meyer and Drake Engineering 
2001 West Gage Street 
Los Angeles 44, California 

PRINTED IN U.S.A. 





Sexy Six — 


(Continued from page §3) 


Rival outfits, with their 
Hawks, Hornets, Eagles, Vipers, Grey- 
hounds, Merlins, Gamecocks, etc., had 
made pretty severe inroads on the sum 
total of God’s creatures; but William 
Lyons, not to be licked, set his ad de- 
partment to work on an exhaustive 
combing of the dictionaries for 
euphonious members of the animal 
kingdom. They offered him everything 
from aardvark to zygodactyle—and he 
took Jaguar. 

Although there was nothing very 
original in the design of the three 
models that secured SS a steadily rising 
prosperity during the company’s last 
pre-war chapter, from 1935 to °39, they 
had an all-round serviceability which, 
allied to the usual Lyons line of pul- 
chritude, was to insure them a long 
lease on life. When the war ended 
and the plant switched back from de- 
fense work 


himself, 


to car production, cai 
starved Britons certainly did not com- 
plain at being offered a series of Jags 
that were virtually indistinguishable 
from those of the mid-to-late Thirties. 

The only way 
tinguished, in 


they could be dis- 
fact, was by getting 
close enough to read the badge on the 
radiator or back bumper. With the 
third and last change in the title of 
the firm, trom SS Cars, Ltd., to Jaguar 
Cars, Ltd., the twin initials that had 
given old Sexy her nickname finally 
passed into history. 

—Dennis May 








STATEMENT REQUIRED BY THE ACT OF AUGUS'I 
24, 1912, AS AMENDED BY THE ACTS OF MARCH 
3, 1933, AND JULY 2, (Title 39, United States 
Code, Section 233) SHOWING THE OWNERSHIP 
MANAGEMENT, AND CIRCULATION OF Sports Car 
Illustrated, publshed monthly at Chicago, Wlinois, for 
October 1, 1956. 


1946 


1. The names and addresses of the publisher, editor 
managing editor, and business managers are: Publisher 
Zift-Davis Publishing Company, 64 E. Lake St., Chicag 
1, Lil; Editor, Ken W. Purdy, 366 Madison Ave., N. Y 
17, N. ¥.; Managing editor, John Christy, 366 Madiso: 
Ave., N. Y. 17, N. Y.; Business manager, G. E. Carney 
366 Madison Ave., N. Y. 17, N. Y. 


2. The owner is: Ziff-Davis Publishing Company, 64 
East Lake St., Chicago 1, Ill.; Estate of William B. Zit 
366 Madison Ave., N. Y. 17, N. Y.; A. M. Ziff, 366 
Madison Ave., N. Y. 17, N. Y.; B. G. Davis, 366 Madiso: 
Ave., N. Y¥. 17, N. Y.; S. Davis, 366 Madison Ave 
S'S. Fes ee 


3. The known bondholders, mortgagees, and other secur 
ity holders owning or holding 1 percent or more of total 
amount of bonds, mortgages, or other securities are 
Modern Woodmen of America, Rock Island, Hlinois 

4. Paragraphs 2 and 3 include, in cases where tie 
stockholder or security holder appears upon the books of 
the company as trustee or in any other fiduciary relation 
the name of the person or corporation for whom such 
trustee is acting; also the statements in the two para 
graphs show the affiant’s full knowledge and belief as to 
the circumstances and conditions under which stockholders 
and security holders who do not appear upon the books ot 
the company as trustees, hold stock and securities in a 
capacity other than that of a bona fide owner 

5. The average number of copies of each issue of this 
publication sold or distributed, through the mails or 
otherwise, to paid subscribers during the 12 months pre 
ceding the date shown above was: (This information is 


required from daily, weekly, semiweekly, and triweekly 
newspapers only.) 
(SEAL) G. E. CARNEY, Business Manager, 


Sworn to and subscribed before me this 24th day or 
September, 1956. 
__ Victor C. Stabile, Notary Public 
(My commission expires March 30, 1957) 
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Annual 24 Hour Endurance Race 
Le Mans, France, July 28-29 


WINNERS: Ninian Sanderson and Ron Flockhart 
CAR: Jaguar, 342 liter D-Type 
SPARK PLUGS: LODGE RL-50 

TOTAL DISTANCE: 2521 Miles 

AVERAGE SPEED: 104.3 Miles per hour 
NEW RECORD LAP: 115.1 Miles per hour 











We are 
proud to 
announce 


that Lodge plugs 
are also available 
now through the 
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ELECTRIC CORPORATION, 


DETROIT, MICHIGAN, 
and its distributors 








. 











Le Mans! Sports car racing’s toughest test of men, 
machines and equipment. Won at near record speed this 
year despite cold, wind, and rainstorms, the gruelling 
24 hour classic proves again the outstanding stamina, per- 
formance and reliability of Lodge Spark Plugs. 


Available for every engine! Whether you drive for business, for 
pleasure, or in competition, you can have the same quality and depend- 
ability in spark plugs that has made LODGE the choice of international 
experts for over 50 years. 


LODGE improved Regular Plugs Features patented Sintox 
insulator, and heavy duty chromized corrosion-resistant points. For all 
automotive engines. $1.05 ea. 


LODGE Platinum Pointed Piugs For maximum performance. 
Double the normal heat range and lasts 3 to 5 times usual life in modern 
high compression engines. $3.55 ea. 


Also a complete line for industrial, diesel, farm, marine, aircraft and racing engines 


Ask your dealer for Lodge—the World's Finest Spark Plug 


Jobbers and Dealers: Write for complete information 


LODGE SPARK PLUG COMPANY 


401 East Washington Bivd. Los Angeles 15, Calif. 











BIVIC interprets your dream for ’57! 





INTRODUCING THE NEW 





Austin ttealey LOO-Six 








The Austin-Healey 
100-Six is a product 
of The British 
Motor Corporation, Ltd. 
Makers of MG, 
AUSTIN-HEALEY, 


MAGNETTE, MORRIS, 
AUSTIN AND RILEY CARS. 


a 








It’s your dream come true! Outstanding new advances include a new six 
cylinder O.H.V. power plant, sleeker-than-ever body lines, eye popping 
new color combinations . .. even an “occasional” rear seat! Here indeed 
is the “dream car” of motor enthusiasts who fully appreciate cham- 
pionship* performance coupled with the last word in automotive design. 


*An experimental prototype of this new 
100-Six recently set 28 new speed and endurance marks 
on the Bonneville Salt Flats of Utah. 
The Austin-Healey now holds every International Class D record 


from one to three thousand miles! 


Represented in the United States by 


ir = mm i> & —> AUTOMOTIVE CORPORATION 
27 W. 57th STREET, NEW YORK 19, N. Y. 


Sold and serviced by a nationwide network of distributors and dealers. 











